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Whitcher’s Rotary Steam Engine. 





Rotary steam engines seem to belong to that class of prob- 
1+ms which remain unsolved for many years, antil some un- 
known element has a definite value assigned to it, after which 


n» difficulty is found in putting into practical use what before 


existed only in theory. Ever since the days of Watt, rotary en- 
gines have been the subject of numberless inventions, and near- 
ly every inventor and amateur engineer has attempted at some 
time or other to devise such a machine. 

The engravings herewith represent what seems tous to be one 
of the most promising inventions of this kind. It has been put 
into practical operation by the parties who control the patent. 
Fig. 1 is a perspective view, and fig. 2 a transverse section. 
The engine consists of two cylinders, A and B, which are 
pliced side by side, and which are pref- 
erably cast in one piece, and with shafts, 
Cand D, in the center of each. To 
these shafts are attached two eecentric 
cylinders, E and F, which revolve with 
the shafts, and are made of such a size 
that their sides furthest from the shaft 
are always in contact with the inner 
surface of the cylinders, A and 3B, 
thus leaving a crescent-shaped space 
between the inside and outside cylin- 
ders. @ is a sliding valve or piston, 
which moves in a suitable opening be- 
tween the two cylinders. On the 
shafts C and D are cog wheels of 
equal size, which gear into cach other 
or into an intermediate wheel, as shown 
in the perspective view. The revolu- 
tions of the two shafts are therefore 
simultaneous, and if the two eccentric 
cylinders are placed in the same po- 
sition, the distance between them will 
always be exactly the same; and the 
valve G will be moved backward and 
furward and fill the space between the 
two cylinders. A steam-tight joint is 
formed at the points of contact by the 
packing pieces /,'J. It will thus be 
seen that the valve G forms an abut- 
ment for the stream to act against. 
i, I, are the ingress, and H/ the exhaust 
ports. Thevalve LZ is intended fora 
cut-off valve, but its operation will not 
now be described. The valve G has 
cavities, M, N, O, P and R, for taking 
and exhausting the steam. The cavity 
O is connected by an opening, repre- 
sented by white dotted lines, with the 
cavity P; and N is connected in the 
same way with R. In the position ih 
which the eccentric cylinders are now 
represented, steam is admitted into 
the cavity M, and from there enters the 
cylinder and acts against the eccentric 
E, while the exhaust steam escapes by 
the cavity P from the opposite side 
When F passes beyond the valve G, 
steam will enter from the cavity NV and 
thence to R and into the cylinder. At 
the same time the exhaust steam will 
escape by UV and thence to 7 and out 
through #4. In this way a continuous 
rotary motion is produced. Both the 
cylinders are taking and exhausting 
steam at the same time, and the one is 
at the point of maximum power when 
the other is at the minimum. 

The patent for this invention is 
owned by Messrs. Peter Fields & Son, 
of Jersey City, who are manufacturing 
these engines. They may be seen in operation at the works 
of that firm, and inquiries may be addressed to them for fur- 
ther information. 





Tennessee Railroad Commissioners. 


A meeting of the Board of Railroad Commissioners of the 
State of Tennessee was held’ at Nashville, November 20, Gov- 
ernor Brown, Comptroller Pennebaker, Secretary of State But- 
ler, and Messrs. McKinney and Fogg being present. The Com- 
missioners declared forfeiture on the installments due from the 

urchasers of the Winchester & Alabama and McMinnville & 

{anchester railroads, and ordered them sold within forty days. 
Messrs. Steers and Patterson, who, March 20, 1872, purchased 
for the stipulated sum of $105,000 the Knoxville & 
Railroad, making the cash payment, but never having executed 
bonds for the credit payments, asked of the Commissioners an 
extension of ninety days in which to give security, agreeing to 
forfeit all they have paid (about $33,000) and surrender all o 
their rights, etc., on failure tocomply therewith. The petition 
was granted. The purchasers of the two roads first mentioned 
owe for each the sum of $75,000 to the State of Tennessee. 








It is said that the earnings of the Leavenworth Bridge are 


‘niv about half enough to pay the interest on its bonds ot | 


$700,000, and now the company has brought suit to compel the 
payment of the individual stock subscriptions to prevent fore- 
closure. Leavenworth County paid a subscription of $300,000, 
a the individual subscriptions, which are for the same 
imount, seem never to have been paid in, or only to a small 
exient. Only two railroads use the bridge, 
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Gontribufions. 


New Roads—A Chapter on Construction. 





To say that the American people have a worldwide reputa- 
tion for “pushing things” is easy enough, but to say how 
} much it costs them to sustain that reputation is another affair. 


| slow coaches,” and look upon their plodding movements with 
| something like derision and contempt. But if they do move 
| slow, once over the ground is sufficient ; and while we are not 
| content with their way of doing things, we have to do our work 
| twice over and we do not get along so fast after all. 

| In railroad construction there is an enormous waste occa- 


| sioned by being in too great a hurry, as is well known, but | 


| there are other good reasons why construction should not be 
| allowed to proceed faster than is consistent with a thorough 


completion of the work. 


ticed more or leas all over the country. This might be excusa- 
ble if the track is to be ballasted as fastas laid; but this is 
not often done, and there is now thousands of miles of track 
jammed into the mud and fastened there by Jack Frost. And 
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| here comes in an easy way to take advantage of the fall 
| weather, so that work may proceed through the winter, 
| if desirable. Track frozen in the mud cannot be raised, 
|but track laid on the frozen ground can be 
ballasted as well as in summer. If track-laying is 
| allowed to get ahead of the ballasting, then all that 
lis not ballasted must remain in a wretched condition 


| through the winter, and if not ruined then it will be when the | 


| frost comes out in the spring. To illustrate: Suppose the 


} track-layers are 15 miles ahead of the ballasted track when the | 
| road-bed freezes up, and track-laying continues ; of course the 


construction train or supply train must (if it can) run over 
| track that is dangerous, spoiling the rails as well as the rolling- 
| stock, together with a strong probability of being frequently 

in the ditch. The track laid on the frozen ground can be bal- 
' Jasted and kept in first-class condition, but the trouble will be 
| to get the gravel over this 15 miles of unballasted track, or 
| whatever distance remains unballasted. Of course it is some- 


| times necessary to lay a considerable stretch of track before | 


| gravel can be had, but as soon as it can be reached there should 
; be no delay in putting it to use, 

Having bad track to run over during the winter is not the 
| only evil resulting from getting behind-hand with ballasting. 
| When the track is just laid, a small force will be sufficient for 
‘ @ lifting gang, as the ties are net jammed into the clay and 


For instance, laying track before 
the road bed is prepared for it is a bad policy, and this is prac- | 
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| track is lett free ; whereas if the track is out of sight it requires 
| men enough for a small army to do anything with it. It is a 
| sad sight for a progressive railroad man to see a large force of 
} men perched upon huge levers with all the avoirdupois they 
| can muster “ tetering” up and down with all their might, and 
| making no impression on the track, which is glued fast in its 
| bed of clay, But presently a faint wheezing noise is heard, 


| We have been accustomed to smile at our English cousins as | Which grows louder and more distinct at every surge, until all 


| at once there is a sound like the spouting of Barnum’s whale, 
| and some track isup. There is the rail, dripping with clay 
| porridge; but where are the ties? Some of them are stil! 
| fondly clinging to the rail, and the spikes hangin, 
pendant on the rail are proof positive that the re- 
‘mainder are still below. These must be resur- 
rected, or others must take their places. As we 
have gone thus far in track-lifting we might as well see it 
through. One gang of men must sit quietly on their levers to 
hold the track (what there is of it) in place, while another 
delves for the missing ties ; others must hold the ties up for 
spiking, while others spike; but then spikes are missing. 
(Note.~—The Tredegar Iron Works make of spikes, bought fur 
cash.) 


Now the ties are all in place, and the entire track for three 
lengths is ready for ballast—ready for ® 
great deal of it. Look under the ties 
and you will see under each onea trench 
just the width of the tie, and 12 inches 
deep. You see the tie is seven inche 
thick, and it was down so that the rail 
must be counted in. Here are these 
trenches under every tie, and in every 
space there is a ridge of clay forming 
the walls to these trenches ; and they 
are excellent for hoiding water. Tha 
men’ throw in the gravel, and when 
these trenches are filled it is pretty 
well exhausted. The track is now rest 
ing ona series of water trouglfs fil.el 
with gravel, with ridges of clay be- 
tween them corresponding in thickness 
to the spaces between the ties. 

Here is good ballast and clay as even- 
ly mixed as can be, and the brick-mak«er 
could scarcely do better at making 
mud, 

But the track is in much better con- 
dition than it was before, and although 
it is fearfully expensive to raise track 
in this way, there is no other way than 
to keep right on doing so an fast as 
possible, and overtake the track-layers 
if possible. But there was something 
said about preparing the road-bed be- 
fore the track was laid. 

Mr. “Hoosier,” in the Ramnroap 
Gazxrre of October 9, tells how it is. 
He says: “The road-bed should be 
nicely surfaced, leaving no bumps or 
depressions to interfere with the placing 
of the ties. After embankments aro 
finished, you should not allow the 
teamsters hauling timber and ties to 
drive across or on top of them. It 
spoils their symmetry, and cuts them 
into ugly ruts, from which it often 
happens that track-laying is greatly 
delayed just when you are in the great- 
ost hurry.” This is about sizht, only 
it is sometimes impossible to avoid 
teaming on the grade. It frequently 
happens that the whole tracklaying 
force must be sent abead to level up 
the road-bed before the ties can be 
properly placed, and that seems to 
put a stop to the whole work. But it 
is far better to stop everything and 
level the surface than to throw down 
track on an uneven surface. It may 
seem like a waste of time, but in reality 
it is the quickest way to get along ; 
and moreover, the rails will not be 
ruined, which is a matter worth looking 
after. 
| There is another bad practice connected with hasty construc. 
| tion, viz., leaving out ties. A few ties are thrown down 
| enough, perhaps, to hold the iron car, and away go the men to 
another set. Perhaps the calculation is to’ put in more ties by 
putting them under the rail before the locomotive gets along ; 
but just as likely as not it is neglected, and some of the rails 

are fearfully sprung. This putting in back ties is expensive 
| business. It is worse than doing work twice over, for it costa 
more than four times as much to put a tie under the rail as it 
does to lay it before the rail is laid. 


A few days since the writer of this saw a large force of men 
putting in back ties. About one-third had been left out (no 
| occasion for it), and heavy trains had settled the track to the 
| rail into a stiff clay, and it was impossible to dig a place for a 

tie, and the only way was to get levers under the soil and raise 
| the track high enough to slip the tie under the rail. Counting 
| the whole expense of this operation, it actually cost more to 
put under those scattering ties than all the rest of the track 
| work for the same distance. 
| Thus itis; we fast Americans do our work backward, We 
not only beat all creation going ahead, but we beat ourselves in 
| being obliged to back down so far. If railroad builders will 
| grade the road before the track is laid, lay the ties before lay- 
| ing the iron, and never lay track faster than it enn be ballasted, 

they will build a road much quicker, with much ..33 money, and 
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have a better road, than by rushing along regardless of every- 
thing but to reach the end as soon as possible. Learn to 
“make haste slowly.” Wm. 8. Hountineton. 








Calculating Excavations and Embankments— 
“Hoosier” Criticised Again. 





Arcuison, Kansas, November 21, 1872. 
To THE Epiror or THE RAILROAD GAZETTE: 

“Hoosier has republished his paper No. 7 under new heads. 
It is somewhat remarkable thai from the date of its first pub- 
lication, October 5, until November 9 (some two weeks after my 
lettor was published), he failed to find out that he had mis- 
taken the heading.* It is not, however, very easily seen where- 
in the article is improved under the new heads from vhat it was 
under the old ones. 

He says: ‘‘To find the area of any cross-section where the 
ground surface is, laterally, very nearly or quite level, the follow- 
ing rule is sufficiently accurate.” And then, “to make this 
important rule pliin,” he assumes the sum of the side fillings 
=20, and their product=75. That is, assuming the side-fills 
themselves to be 15 and 5 respectively. 

For these side-fills, with slopes of 14 to 1, and 16 feet road- 
way, the base would be 46 feet. 

That is to say, in a distance of 46 feet there is 10 feet differ- 
ence of elevation, or in one mile about 1,150 feet difference of 
elevation ; and this is what ‘‘ Hoosier” calls “ surface that is 
very nearly or quite level.” 

This is one of his new heads, and it certainly does not look 
like a head that is very nearly or quite level. 

In another of the new heads he says: ‘* The ratio of the side 
slope of cuts is most frequently one to one,” ¢ then repeats his 
former rule for finding areas in this particular case of slopes of 
one to one, and so leaves it. Why did he not, if possibly he had 
it arranged under the proper head, give a rule for finding the 
areas when slopes are 1} to1; for even admitting that it may 
not be often needed in cuts, yet surely it may be quite useful 
in embankmenta. 

For his rule for finding the area of a triangle (half the pro- 
duct of the base and perpendicular), he does, of course, on 
account of its novelty, deserve much credit. 

Premising that the surface between the center and either 
slope stake is a plane, the following general formula is given 
for the sbenefit of the “‘young engineer” whom “ Hoosier ” 
left floundering in the cut with slopes of one to one. It is not 
only “sufficiently accurate,” but geometrically true. 

And first for its demonstration : 

Let A B D G K be a section of embankment. 

Put B D, the width at grade, = W. 

** m A, tho left fill, = ZL. 

** OX, the center fill, = C. 

« nm G, the right fill, = R. 

* the ratio of side slopes = S, 

Or, call the slopes ‘S’ feet horizontal to one foot vertical. 

The distance » B would be =m AX 4, 

The distance n D would be = n G X S, 





Taking first the figure 1KOm: 


S| OS. nO = een AKOm. 


From this deduct the area of the triangle AmB, which is = 
AmX<mB_ Am <x AmMXS _ AMX 8 
ae te ag Seg oe 


oe al PP oe 2 
and we get 
Am + OW Am? * S 
a ha Sa 
= area of that part of section left of center. 
In this equation substitute the values of Am, OXand mO ; 


that is, substitute Z for Am, C for OA, and 





LXS+ + 
for MO, and we get: 
+ r . 
—— x (2 x8+ +) _ Bes = area left of ceriter. 

that is : 

L+C 2L3;W_ 18 

‘ 2 8 

or, 

T+Oxws+Ww ws 

= - 
or, 

QL°S - ACL -+- WL +- WC —2L*sS 
4 
or, 
2CL WL-- Wwe 
— 4 
” 2SC1. -- WL Ww 
2S Pate d 
tex 
or, 
y] w 


. , ¥ 
@Qse+ Wx ea Cx “7 = ares left of center. 
By similar process we get : 
Pe EC Lear. 
QsC+ W)>. = Cx a = area right of center. 





* ‘*Hoosier” forwarded the corrected No. VII. as soon as he re- 
ceived * D. T's” criticism.—Epitor RaltroaD Gazer. 

tI am disposed to think that cuts are more erally made with 
a opes of 13g to 1; but, waiving this of the acestion embank- 
ments, —_— are almost always with slopes of 1% tol. anda 
rule for finding the areas of sections having those slopes may be 
quite useful to the “ young engineer.’ : ae 





Add these together, and we get: 


asc+ w)x 2i# 

That is: To the center filling, multiplied by twice the ratio 
of slope, add the width of roadway; multiply by one-fourth the 
sum of the filling right and left, and to this product add the 
product of the center fill by half the width of the roadway. 
Result is area of cross section. 

Take the following example, calling width of roadway 12 feet 
and slopes 1} to one : 





+CxX ail = whole area, 





| 


Station. Left. Center. Righ?. Area. 
9 f. 4.0 f. 6.0 f. 12.0 156 
ate 1 Ww. R a 
(2 » 14g <6 + 12) - —+6x< 2 = 156. 
When L, C and & become equal to one another, the formula 
becomes (SX C+ W) XG, D. S. 


Rules and Regulations of Massachusetts Railroads. 
I have in my notes repeatedly asserted that in the framing ot 
rules for the guidance of railroad employees sufticient care is 
seldom taken to make each rule full, explicit and casy to be 
understood by men of the ordinary capacity of the working 
class of employees, not only by those of experience, but by 
those who are for the first time taking up their duties. In the 
operations of the transportation department, where there is so 
much liability to fatal error, too much is left to ‘‘custom” or to 
verbal instructions ; but whether the absence of ‘* written law” 
is worse than the existence of incomplete, slovenly rules, or vice 
versa, I can hardly make up my mind. Both are bad enough. 
I apprehend that no one who has had the control or oversight 
of men will deny that the clearer, simpler and more complete a 
regulation is, the more likelihood there exists of its being re- 
membered in the same clear manner. A slovenly-drawn rule 
will probably produce an indistinct impression on the mind, 
leading to neglect or to hesitation and doubt in emergency. 

On this occasion I propose to draw attention to a very promi- 
nent example of this negligent framing of rules, the misunder- 
standing of which may be fraught with great peril. I refer to 
the code of rules and regulations agreed upon by the Massa- 
chusetts Railroad Commissioners and the * Committee of 
Railroad Officers,” in September, last year. As the Committee 
were men whose names stand high as managers and workers, 
therefore it is with a certain amount of awe that I 
venture to criticise the best efforts of a Harris, 
a Winslow and a Merritt. That the code referred to was the 
best effort of the Committee is evident from the remark made by 
the Chairman in his letter to the Board: ‘ They are happy to 
believe that they have succeeded, with the faithful and laborious 
co-operation of the Commissioners, in framing a code which will 
accomplish ALL THAT HUMAN FORESIGHT CAN SUGGEST in making 
the immense amount of travel upon these thronged highways of 
our people as safe as the lot of humanity will admit.” No modest 
statement this. How does their handiwork bear it out ? 

First, let us inquire whether the code was a synopsis of prin- 
ciples, intended only as a guide to managers in framing the rules 
for their respective roads. The code is headed * Rules and 
Regulations,” and opens with the announcement that “a per- 
fect familiariy with the following rules, as well as with the special 
regulations which may accompany the time-table regulating the 
current operation of the road, will be expected of ali employees of 
the company, and an ignorance of their requirements will never be 
received as an excuse for not obeying them.” From this declara- 
tion it is evident that the code is no abstract of general princi- 
ples, but is intended as a detailed guide for all employees. 

Now let us examine the rules: 

(a) 1. GENERAL SieNAts.—A single short whistle from the 
engine is a signal to “apply” the brakes, and should be 
promptly obeyed by all whose duty it is to apply them. 

Two short whistles, a signal to “let go” Eabes. 

Three, to “ back the train.” 

Four, to “call in flagmen.” a 

If the bell-cord be attached to the whistle, as it usually or 
very often is, and the train break in two, the result is a single 
short whistle caused by the tug before the rope breaks. Ac- 
cording to the rule the engineman puts on the brake and 
stops ; the rear part of the train not being under control runs 
on and collides with the other part. One short whistle is 
therefore not a good signal to “apply brakes.” Two whistles 
would be better. 

Sometimes the engine becomes so disabled that it can drag 
the train at a very slow rate only, either into the next station 
or for some considerable distance before it comes to a stand. 
The engineman, hoping to make the next station and knowing 
that he could not start again, is unwilling to stop; yet he 
knows that his train proceeding so slowly is in danger of being 
run into by a following train. In such circumstances a signal 
man should be dropped as soon as the train begins to move go 
alowly that there is danger of collision ; but there should also 
be a “disabled signal” sounded at intervals and when the 
‘‘follower” appears in sight, so that the ongineman of the ap- 
proaching train may slacken in time. It may also happen for 
some other reason that the engineman of a leading train may 
desire the following one to slacken, and yet not wish brakes 
applied on hisown. The rules do not provide for such contin- 
gencies. 

When a train is being flagged, the “flag train” should call 
attention to that fact, when entering stations, passing high- 
ways, section men at work in large gangs, etc. It is partic- 
ularly necessary when trains are to be met at stations, so that 
the opposing train-men may not start and that the station peo- 
ple may provide accommodation. The flag cannot always, in 
fact can seldom, be seen soon enough from the station, and 
may be overlooked by train-men. Also a train off time ina 
way-siding may wish to be flagged on to the next telegraph 
station by a passing train which doves not stop, and so must 








communicate that wish by signal. All well-ordered roads have 
whistle signals for these purposes ; but the Committee have 
not thought of them. 

(a) 2. “The whistle must always be sounded or the bell rung 
eighty rods before reaching a public highway crossing. Regu- 
lar trains, on time, may sound the whistle briefly at crossings. 
but irregular trains, and those out of time, should sound long 
whistle.” 

Why this distinction at “ public highway crossings” between 
regular and irregular and those out of time? The public can- 
not be expected to know when the trains are due, and the gute- 
keeper, if any, is expected to be on the alert all the time. The 
distinction is unnecessary, and therefore the code should not 
be burdened with it. 

(a) 4. “A red lantern must be displayed by night at the rear 
of every passenger train, as a signal to all followin trains. A 
red flag by day and a red lantern at night must be displayed on 
the rear car of every freight train, and in such a position as to 
be seen from the engine and by any approaching train. 

Here there is no attempt to establish uniformity as regarda 
the position of the lights. It is desirable that the engineman 
ofa following train should be able to distinguish whether it is 
a ‘‘ passenger ” or a “ freight” that is before him. Ths position 
of the light is usually the guide, the “ passenger sg light being 
low;down on the platform level, and the “freight” light high 
up on the side of the van. But the wording of the rule permits 
the placing of both lights on the same level, so that no distinc- 
tion can be observed. Moreover, I think the plan of having 
only one red light in rear of train a bad one, as when the train 
is in the siding the light might easily be mistaken for a switch 
or handlamp. Again, may the light be placed on either side 
of the rear car, at option of the brakeman, or should it always 
be on the same side? The last sentenco in the rule—‘ and by 
any approaching train”—does not convey the meaning of the 
Committee. The word any, applies to a train approaching 
from the front as well as to one approaching from behind ; but 
the Committee do not, I suppose, intend that the light must be 
so placed as to be visible to trains approaching from both 
directions. If they do, it must be placed on top of the rear car, 
some distance above the roof, for side lights are not ordinarily 
visible to trains in front. At any rate, there is an ambiguity in 
the wording of the rule that should not be. 

(a) 8. * Every passenger train should be supplied with not 
less than two red lanterns, and every freight train with not less 
than four. Incase of accident or unusual delay at night one 
or more red lights should be sent in the direction of any ap- 
proaching train to signal it to stop.” 

This is a wonderful piece of wisdom. Are the lanterns extra 
ones, or does the number include those that are shown accord- 
ing to section 4? Why a distinction between passenger and 
freight trains ; does it not takeas many lights to guard one as 
the other? When there is an accident and the train has come 
to a stand, is the sending out of lights to be delayed until some 
train is approaching? The rulesays as much. Instead of pro- 
viding that the train is to be at once protected in both direc- 
tions, that one or more red lights should be sent in “‘ the direc- 
tion of any approaching train.” Why.one or more? It seems 
strangethat the Massachusetts officers have not been more 
careful in regard to this rule after their sad experience. What 
is meant by,‘‘in case of accident or unusual delay.” Loss of 
time on road, owing to some derangement of engine, although 
the train did not come toa stand would be unusual delay. 
Under such circumstances would it bo necessary to send lights 
out? What about day signals? Are lights to be sent out then, 
or is there any other arrangement? The rules are silent upon 
this point. ; ’ 

(a) 5. “Ared flag by day anda red lantern by night, dis- 
played from the engine, is a signal that another engine or train 
is to follow.” 

Displayed from what part of the engine? May the engine- 
man stick it out anywhere? Does this signal give the “‘ follow- 
er” any particular right? The rules do not say so anywhere. 

(a) 9. Torpedoes must be used in addition to flags or lan- 
terns, whenever, in case of accident or delay, there is any lia- 
bility that the arnt bes lantern may not be seen, by reason 
of fog, or otherwise. Enginemen, station-agents and section- 
firemen should always be supplied with them. When a torpedo 
is exploded by an engine passing over it, the train must be 
stopped immediately. 

For the sake of humanity in general and railroad corporations 
in particular, I trust that “‘human foresight” can suggest some 
better rule than this for the use of torpedoes, the Committee 
notwithstanding. The rule of the Vandalia Line is much more 
like the highest effort of ‘human foresight ” than the vaunted 
one of Massachusetts. It is as follows: 

‘Six torpedoes will be furnished to each conductor andi 
engineer, to be used in stormy and foggy weather, in addition 
to the ordinary danger signals. ; é 

“When a train is detained on the main track, at such times. 
—from any cause whatsoever—it shall be the duty of the con- 
ductor to send a flagman with three torpedoes, in the direction 
of the expected train, who shall go at least the distance of 80 
rails and fasten a tordedo to the track, and then proceed and 
fasten the other two at intervals of 20 rails beyond the first. 

“If he should be recalled by the ‘ return signal’ (four blasts 
of the whistle) before the expected train comes within hearing, 
he shall leave the torpedo last laid and take up the other two 
and return with all possible dispatch to his own train. _ 

‘An extra engine detained on the main track, in like circum- 
stances, must be protected by the engineer sending his fireman 
with torpedoes in the same manner.as above. : 

‘* Whenever an engine explodes a torpedo, the engineer must 
shut off steam and give the brake signal, and if three torpedoes 
are exploded he must reverse his engine, use sand, and stop 
his train as soon as possible. we 

“‘ Whenever torpedoes have been used, application must be 
immediately made to the General Superintendent or Division 
Superintendent for a full supply, and conductors and engineers 
are expected to know that they have them on hand and ready 
for constant use. ; . 

‘Torpedoes are fastened to the track by bending open the 
two tangs, placing the box on the rail with label up, and bend- 
ing the tangs around the head of the rail. 

“The use of these signals is to be in addition to the regular 
day and night signals of the road, which must also be ex- 
hibited.” 

The Massachusetts rules do not declare who is responsible 
for seeing the torpodoes placed, nor the number which should be 
laid down, nor do they direct a supply to be kept constantly on 
hand, and amongst those who should keep them on hand con 
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ductors are not mentioned. The Vandalia rules, though much 


fuller, are not perfect. They provide that it shall be the duty of 
the conductor to send torpedoes ‘tin the direction of the Ex- 
PECTED train.” In time of accident the attendant excitement 
is likely to prevent those concerned from remembering that a 
train is due, and moreover a train may come along that they do 
uot expect. The rule should be made absolute and invariable, 
trusting as little as possible to memory and presence of mind. 
It might read as follows : 


As soon as the engineman of a train on the main track finds 
that he cannot proceed faster than five miles per hour he must 
notify the conducvor to dropa signalman to warn following 
trains. ‘he sigualman will remain where put down until the 
next train comes aloug, which he will stop, and then get upon 
its engine, explaining the circumstances to driver. The engine- 
man of disabled train wiil sound the prescribed whistle at inter- 
vals of about five minutes, and continuously after a train ap- 
pears in sight, until replied to by the engineman of that train. 
As soon as a train on the main track, from accident or other- 
wise, comes toa stand, except in the course of shunting at sta- 
tious whew properly protected by station signals, or at water 
stations, the conductor will send a fireman in advance and a 
brakeman to the rear with flags and 3 torpedves. Each signal- 
man will proceed not less than 80 rails ‘rom the train and lay 
one torpedo, then lay the other two at intervals of 20 rails, and 
stay, showing his flags, close to the torpedo farthest from the 
train. These men are to be sent out at the earliest 
possible moment after the train has stopped, whether 
other traius are expected or not. Ii the men mentioned 
are from injary uvable to go out, the conductor will send two 
men selected from the passengers or other persons near by, in- 
structing them and so far as possible watching them until in 
their places. The conductor must give his particular attention 
to the rear of his train, and see that. the signalman goes out 
far enough to give a following train time to pullup. When re- 
called, the man in advance will take up all his torpedoes, but 
the sigualman protecting the rear will leave the torpedo far- 
thest from the train in its place, and taking up the other two 
will return to his train. 

There is another matter connected with torpedoes that both 
the Massachusetts and the Vandalia rules ignore, viz. : the fact 
that old torpedoes are liable to miss fire. At tixed periods all 
torpedoes should be brought in and a fresh issue made, The 
ones brought in can then be tested by taking one or two at 
random. If any prove bad the whole lot o. that issue should 
be condemned. This overhauling of torpedoes is useful in two 
ways, as it not only insures the efficiency of the article when 
required for use, but it impresses on the minds of those having 
them in charge the importance attached to them and of keep- 
ing them in order and ready for emergency. HINDoo. 

[TO BE OONTINUED.] 





Fastening Crown-Bars. 








To Tue Eprror oF THE RAILROAD GAZETTE: 

In reply to “‘deS.”: I have charge of 94engines. Seventy- 
two of them are first-class standard Baldwin locomotives, None 
of them have the crown-bars attached as shown in the National 
Car-Builder or Rattroap Gazetre. Some of our Baldwin lo- 
vomotives have the crown-bar bolts screwed through the crown- 
sheet, but not screwed through both the crown-bars and crown- 
sheet, and washers left off. The ‘‘ Ilustrated Catalogue of 
the Baldwin Locomotive Works,” page 131, explains the man- 
nerin which the crown-bars are attached to the crown-sheet in 
the standard engine of that form. L. H. Waveu. 








Master Mechanics’ Association’s Circulars. 





The following circulars have been issued by committees of 
the Association : 
SAFETY CHAINS. 


Dear Sm: The Committee appointed by the American Rail- 
way Master Mechanics’ Association on the subject of “The 
Efficiency of Check or Safety Chains on Engine, Tender and 
Car Trucks, in Lessenivg the Danger Resulting from Running 
Off the Track,” would respectfully solicit your opmion on this 
subject, and we present below some interrogations for your 
consideration, Yet we desire you will not be confined entirely 
to them in your answers, but will give us such matters of in- 
formation as will be calculated to bring out the facts as to 
whether safety chains can be so applied that their efticiency 
may, on the wuole, warrant the expenditure in their applica- 
tion to all engine, tender and car trucks, and their aainte- 
nance in a condition to be entirely reliable uoder ail ordinary 
circumstances, when subjected to such strains as may be 
brought upon them in case of accidents: 

let. Do you consider it practicable to apply safety chains and their 
fastenviug-, of sufficient strength to all classes of trucks, 80 as to be 
eut rely reliable, acd would their efficiency and certainty in lessen- 
ing daugerin cise of accidents, Wairant the cost of app.ication and 
muiutaiuance in good condition thereafter ? 

2d. What should be the diameter of the iron composing the links 
of safety chains to engine tracks, and what for chains to tender and 
ear tracks, and what should be the length of the links of chains to 
each ciass of tracks? 

3d. Should the point of attachment of the chain to the frame of 
eugine, tender or car be as directly over where it is attuched to the 
teuck as practicable, with but sufficient length of chain to permit 
the ordinary moveme.ts of the truck while on the track, or should 
tue chain be fastened diagonaily troin the points of attachment and 
in the direction of the strain brought upon it in preveutivg the 
track from turning, or aseumiog a position to go off at a tanvent 
from the diree ion of the ra‘ls, in case of running off the track ? 

4th. Should all 1rucks have satety Chains attached to each of the 
four corners, or do you deem two Chains sufficient for each engine 
aud tender track ? 

Sth. Do you know of any instances where the useof safety chains 
prevented serious damage or destruction of life or property? 

6th. Is it your opinion that, as a Means of safety, uli center-pins 
and kiny- bolts of engine, tender and car trucks should, in all cases, 
ve securely keyed, so as to prevent the center-pins from being 
drawn out of their places and to hold the tracks in their piace, un- 
der all ciucumstances * 

R WELL, } 
Master Mecuunic Jeffersonville, Madison 
& Ir dianapolis Railroad, 
Cuas. R. PEpDDLs, 
Superintendent Motive Power Terre } Committee, 
Haute & Iudianapolis Railroad. 
J. L. Wurre, 
Master Mecianic Evansville & Craw- 
fordsville Railroad. J 

Piease address replies to R. Wells, Jeffersonville, Madison & In- 
dianapolis Railroad, Jeffersonville, Ind. 

STEEL TIRES, WHEELS AND AXLES. 


The undersigned, a Committee of the American Railway Mas- 
ter Mechanics’ Associativa, to whom was referred the subject 
of “‘ Steel Tiros, Waeels and Axles, also Chilled Tires,” respect- 
fully call your attention to the accompanying series of ques- 
tions, and solicit such information as you may be able to fur- 
nish on the topics therein embraced. 


Itis obvious that to enabe the Committee to present a re- 
port which shali possess any real value they need to have be- 
lore them statements from as many sources as possible, and 
that these be as full and accurate as practicable. 

The Committee hope you will promptly favor them with re- 
plies to their interrogatories as complete and definite as possi- 
ble. In respect to circumstanses of breakage or removal of 
tire they especially desire full information. 

With this is sent a form for heading of statistical blanks, 
which is recommended as presenting the facts sought for in a 
shape satisfactory and convenient for the purpose of the Com- 
mittee. 

As it is desirable that the details of the performance of tires, 
etc., should be brought up to a uniform date, we suggest the 
first of March as that date, and hope to receive the reports 
during that month. 

Questions Relating to Steet Tires. 

1. How many steel tires, and of what manufasture, are in use 
on your road? 

2. Please furnish a detailed report of the performance of 
each set, stating the number of the set, thickness when fitted 
for use, present thickness, mileage, diameter of wheel, weight 
of engine and nature of service, 

3. Have any steel tires broken while in use on your road ? 

4. Please furnish statement of circumstances attendant upon 
such breakage : as, the season of the year, the mode in which 
the tire was secured, the amount of shrinkage when set, the 
nature of the fracture, and extent of the damage in consequence 
thereof. 

5. Have any steel tires on your road been removed from 
wheels, on account of being worn so thin as to be considered 
unsafe? If so, of what thickness were said tires when re- 
moved, and what indications caused you to doubt their safety ? 

6. Is the location of your road such as to make your tire ser- 
vice particularly severe, on account of heavy grades or ex- 
tremely cold weather ? 

7. What do you consider the best method of fastening steel 
tires to the wheels, and what rate of shrinkage do you allow in 


setting ? 
Chilled Tires. 

8. How many chilled tires, and of what manufacture, have 
you in use on your road? 

9. Please furnish detailed report of the performance of each 
set, mileage, diameter of wheel, weight of engine, and nature 
of service. 

Wheels, 


10. How many steel wheels, and of what manufacture, are in 
use on your road, under engines or cars ? 

11. In your experience, how do steel wheels compare with 
those of iron, in point of durability, safety and economy ? 

Az'es. 

12. How many steel axles, uud of what manufacture, are in 
use on your road, under engines or cars ? 

13, From your own experience, do you think that their greater 
durability and safety, as compared with those of iron, would 
justify the difference in cost ? 

Yours, respectfully, 
J. N. Lauper, 
Northern (N. H.) Railroad, 
. A. WalTE, 
Boston & Maine Railroad, 
G. .H. Griaas, 
Flushing & North Shore Railroad, 

Please address your reply to James N. Lauder, Northern 

(N. H.) Railroad, Concord, N. H. 


Committee. 





Western. and Southern Railway Association. 





This Association has issued the following circular : 


The annual meeting of this Association will be called to order 
at 11 a.m., on Tuesday, January 14, 1873,in the Southern 
Hotel, St. Louis, parlor No. 5. 

The business b-fore the convention will be: 

First. Aunual report for 1872. 

Seoond, Election of ofticers for 1873. 

Third. Amendment to the constitution, making the Associa- 
tion ‘* National,” and limiting its meetings to two yearly. 

Fourth. Keporta to be read, from committees, as follows : 

Ist. Organization of a National Railway Telegraph Company, 
if, after a careful examination it should be found necessary.— 
E. G. Barney, General Superintendent Selma, Rome & Dalton 
liailroad; A. A. Talmage, General Superintendent Atlantic & 
Pacitic Railroad; General J. H. Hammond, Vice-President 
Macon & Brunswick Railroad. 

2d. On the Best Method of Dispatching Trains by Telegraph. 
—A. A. Talmage, General Superintendent Atlantic & Pacific 
Railroad; J. k. Gimperling, General Superintendent Indian- 
apolis, Bloomington & Western Railway ; Colonel A. Anderson, 
Vice-President Toledo, Wabash & Western Railway. 

3d. The Adoption of a Unitorm System of National Time for 
Workiug Tine Lables.—Robert Harris, General Superintendent 
Chicago, Burlington & Quincy Railroad; E. G. Barney, General 
Superinteudent Selma, Rome & Dalton Railroad; J. F. Boyd, 
General Superintendeit St. Louis & Southeastern Railway. 

4th. Relation of Railways to Express Freight Lines and their 
Management.—Hon. Joseph E. Brown, President Western & 
Atlantic Railroad of Georgia ; Colonel A. Anderson, Vice-Presi- 
deut Toledo, Wabash & Western Railway; Horace Scott, Gen- 
eral Superintendent Jeffersonville, Madison & Indianapolis 
Railroad. 

5th. Sleeping Car Contracts, and Repairs of such Cars.—M. 
Hughitt, Gen’! Supt Chicago & Northwestern Railway; L. P. 
Graut, Gen'l Sup’t Atlanta & West Point Railroad; A. Mitchell, 
Gen’l Sup’t Illinois Central Railroad. 

6th. The Best Methods of Heating and Lighting Cars.—O. 
Chanute, Gen’! Sup’t Leavenworth, Lawrence & Galveston Rail- 
road; A. W. Soper, Gen’l Sup’t St. Louis & Iron Mountain 
Railroad; W. K. Muir, Gen’i Sup’t Great Western Railway of 
Canada. 

7th. Proper Rules and Charges to be Adopted for Demurrage 
in the Interchange of Freight Cars, and Delays in their Return. 
How Shall these Charges be Apportioned, when Foreigu Cars 
run over Several Connecting Lines ?—Geo. H. Nettleton, Gen’! 
Sup’t Atchison, Topeka & Santa Fe Railroad ; E. W. Cole, Pres’t 
Nashville & Northwestern Railroad ; A. N. Chrystie, Vice-Pres’t 
Ohio & Mississippi Railroad. 

8th. The best Material for the Construction of Cars.—Gen. J. 
H. Hammond, Vice-Pres’t Macon & Brunswick Railroad: Rob- 
ert Harris, Gen’l Sup’t Chicago, Burlington & Quincy Railroad ; 
W. C. Van Horne, Gen'l Sup’t St. Louis, Kansas City & North- 
ern Railroad. 

9th. An Inquiry into the Cost of Transportation of Mail and 
Postal Cars, to Ascertain the Basis on which the Post Office De- 

artment arranges Compensation for the Service Rendered by 
Different Railroad Companies, and whetber that Basis is a Proper 
one, and if not, to Suggest a Proper Basis.—A. Fink, Vice-Pres’t 
& Gen’l Sup’t Louisville & Nashville Railroad ; O. Chanute, 
Gen’l Sup’t Leavenworth, Lawrence & Galveston Railroad; A. 
Mitchell, Gen’l Sup’t Lilinois Central Railroad. 

10th. Uniform System of Siguais.—Major John E. Simpson, 





General Superintendent Vandalia Live ; A. W. Soper, General 
Superintendent St. Louis & [ron Mountain Railroad; Captain 
E. G. Barney, General Superintendent Selma, Rome & Dalton 
Railroad. 


‘0 
A full attendance is comer requested, as matters of im- 
portance will be digcussed. Under Article 8, of the constitu- 





= 


tion, those officers unable to be present can send a delegate 
“duly accredited and authorized ;” but, as much of the value 
of the debates and transactions of the Association arises from 
the information imparted by personal intercourse it is hoped 
that members will attend the meetings in person as often as 
possible, By order of the Executive Committee. 
Harry E. SHARPE, 
Corresponding Secretary. 
St. Louis, Mo., December 1, 1872. 
EXTRACTS FROM CONSTITUTION, 

ARTICLE II. The Association shall be composed only of presi- 
dents, general managers, general superintendents, or other offi- 
cers in charge of the operating of railways. 

Arr. L1i. No person, other than the ofticers named in Article 
second, shall be permitted to sit as a member of this Associa- 
tion ur participate in its deliberations, unless duly accredited 
and authorized by his principal, and the company represented 
by him shali be bound by the action of the Association, as here- 
inafter provided. 

Art. LV. The object and purpose of this Association shall be 
the promotion and advancement of railway interests, by an in- 
terchange of views and ideas and by the comparing of experi- 
ences, thereby securing greater efliciency and economy in their 
operation ; and for the adoption of such rules and regulations 
as will most fully carry out the purposes herein expressed. 

Art. VILL. Sec. 3. it shall be the duty of the Secretary to 
keep correct minutes of the proceedings of each meeting, and 
to publish the same immediately after tue adjournmeni thereof, 
sending a copy to each member of the Association, 

Art. IX. Before the close of each reguiar mectiug, tho Presl- 
dent shall call for the presentation of such subject as any mem- 
ber may desire to have considered at the next meeting, which 
shall be entered upon record, and the Secretary suall embody 
the same in his notice to each member of the holding of such 
meeting. 

Arr. XI. Any railway officer named in article second shall be 
considered a member of this Association, upon signing the 
constitution or upon his written request addressed tu the Seoe 
retary, directing bis name to be affixed thereto. ; 

Art. XII. In the decision of ali questions by the Association 
each railway represented shall be entitled to but one vote, 

BY-LAW. 

Articts IIT. Every member of this Association, present at 
any meeting thereot, shall be bound by its activn on all perti- 
nent questions discussed and decided by it, uniess he shall give 
notice of his dissent to the Association before the adjournment 
of the meeting at which suci: action is taken. Absent members 
shall notify the Secretary of their dissent iu writing fifteen 
days after receipt of notice of the action of the meeting. 





New York & Harlem Railroad Report 





The report of this company for the year ending September 
30, 1872, shows that it has a main line 130} miles long, from 
New York north to Chatham Four Corners, with 454 miles of 
double track ; that it owns branches 4} miles long, and a leased 
branch (to Lake Mahopac) 7 miles long, with 2 miles of double 
track. It owned at the close of the year 41 locomotives, 79 
first-class coacbes, 38 baggage, mail and express cars, apd 740 
freight cars. It owns also 116 sireet cars for its horse railroad, 

This property was represeated by $9,000,000 of capital stock 
paid in ($500,000 more than by the last preceding report), a 
funded debt of $4,364,024 (bearing an average interest of 63 
per cent.), and a floating debt of $1,135,000 ; besides real-estate 
mortgages for $435,375. ‘The funded debt is $109,201 less and 
the floating debt $385,000 more than by the previous report, 

As the company owns 135 miles of road, nearly, the capital 
stock is at the rate of $66,666 per mile; the funded debt, $36,- 
030; the floating debt, $8,407, and the debt secured by real 
estate, $3,225; the total account per mile being $111,328, and 
the gross amount of stock and debts $15,434,399. 

The construction account for the road amounts to $11,840,- 
447 ; motive power, etc., $156,345 ; cars, $1,032,665 ; horsos and 
stables, $120,125. The equipment thus represents $11,000 per 
mile, But this cost of road does not include the section from 
Dover Plains to Chatham Four Corners, which is represented 
by two millions of ‘ Albany Extension certificates,” $1,993,500 
of which is held by the compauy. Aud the company holds real 
estate not included in this account estimated at $1,445,230, 

The earnings of the road were : 














R 1872, 1871. 
PASOCDZOLG 2.00 cccccccccccccvccescoes 81,110, 195,87 $1,062,387.96 
Freight..........+ -- 12.3 801.53 1,210,931 88 
Other sources 452,437.34 405,444.48 

DOE, oncccnsenecicessece escsies $2,850,524..9 $2,693,162. ya 


or $20,116 per mile of road worked, The earnings for the pre- 
vious year were $2,698,762.96, aud the increase is about 5§ per 
cent. 

The working expenses were; 





Maintenance of road........... “ $518,213.27 
Muintenance of equipment 835,553.54 
Conducting traffic, C0C......ccsccccccccccseserccccccscesces 865,610.84 

DOE .ccccccesocsers pabhbvdbnabdbaehessshtbhineabebiel $1,719, 383.62 


which is 60 per cent. of the gross receipts, and $32,933.82 more 
than for the previous year. 
The net earnings, $1,137,141.17, were absorbed by 





TtePeRt...cccccccccecccccccccccccccecesdeseescce ccccccces eee ,032 

Two 4 per cent. dividends eceeecoescoeccosccecs 729,230.77 

New depota, bridges, €tC..........cescccercoccscecesecesece 14,877.63 
NN cdcnsennedst>snbansaaabbensokans pes Fe 


Among the miscellaneous receipts ie $258,975.28 from the 
New York & New Haven Railroad Company, for the use of the 
144 miles of road from Wiliams’ Bridge to New York. 

During the year passenger trains ran 416,320 miles and 
freight trains 397,895, on the road by steam, and passenger 
trains 796 miles, and freight trains (cars rather) 31,989 miles, 
drawn by horses. The number of passeugers carried was 
1,640,875—379,427 being commuters. The number of passengers 
carried one mile was 23,188,146, 4,685,150 being commuters, 
21,039,166 tons of freight were carried. There were besides 
8,770,666 passengers carried in city cars, and these cars ran 
1,407,334 miles. Also New Haven trains ran 168,975 miles over 
the road by steam, and 109,049 miles by horses. 

During the year 19 persons were killed and 17 injured on the 
road. Of those one of the killed and ene of the wounded only 
were passengers; three of the killed and five of the wounded 
were employees, and the rest other persons—chieily persons 
who were on the track when hurt. 
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Editorial Announcements. 








Correspond We cordially invite the co-operation of the rail- 
road public in affording us the material for a thorough and worthy 
raulroad paper. Ratlroad news, annual reports, notices of appoint 
ments, resignations, etc., and information concerning improvements 
will be gratefully received. We make it our business to inform the 
public concerning the progress of new lines, and are always glad to 
receive newsfof them. 





Inventions.—No charge is made for publisiing descriptions of what 
we consider important and interesting improvements in railroad 
machinery, rolling stock, etc. ; but when engravings are necessary 
the inventor must supply them. 


Artictes.— We desire articles relating to railroads, and, if acceptable, 
will pay liberally for them. Articles concerning ratlroad manage- 
ment, engineering, rolling stock and machinery, by men practically 
acquainted with these subjects, are especially desired. 





Advertisements.— We wish it distincily understood that we will 
entertain no proposition to publish anything in this journal for pay, 
BXOEPT IN THE ADVERTISING COLUMNS. We give in our editorial 
columns OUR OWN opinions, and those only, and in our news columns 
present only such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inventions, ma- 
chinery, supplies, Anancial schemes, etc., to our readers can do 80 
fully in Our advertising columns, but it is useless to ask us to recom- 
mend them editorially, either for money or in consideration of adver- 
tising patronage. 





x x 





THE AMERICAN SOCIETY OF CIVIL ENGINEERS. 





This Society was organized in November, 1852, by a 
number of civil engineers and architects, nearly all of 
whom were residents of New York city. The minutes 
of the Society show that it continued in more or less 
active existence until 1855. From that year to October 
2, 1867, there is no record of any meetings, and in the 
minutes of the latter date it is stated that the last meet- 
ing was held March 2, 1855, so that the Society must 
have existed, if at all, in a comatose state for nearly 
twelve years. This inference, is confirmed by a state- 
ment of the President made at the meeting of October 2, 
1867, and recorded in the minutes, that the object of the 
meeting was to “resucitate” the Society. On that occa- 
sion a committee was appointed “ charged with the duty 
of preparing a plan for the revival of the meetings—said 
plan to be so arranged as not to call for an expenditure 
of more than $1,200 for the coming year.” That com- 
mittee at a subsequent meeting made a report, and on 
November 6, 1867, the first meeting was held in their 
present rooms at No. 63 William street, at the corner of 
Cedar street. These rooms have been occupied by the 
Society ever since. They are in the third story and con- 
sist of two apartments, one of them 13 by 24 feet, and 
the other 16 by 24. They are comfortably furnished 
with conveniences for writing, book case:, ete., 
and are opened to members six days of the 
week from 9 a m. to 4 p. m. Regular meetings 
of the Society are held on the first and third Wednesdays 
of each month ; the one at 1 o’clock and the other at 8 
p.m. At these meetings the regular business of the So- 
ciety is transacted, and papers on engineering are read 
and discussed. The membership now numbers nearly 
three hundred, and among them are many of the most 
eminent engineers of the country. 

Papers, after they are read, are submitted to the Com- 
mittee on the Library, who determine which shall be 
printed. Copies of those that are published are sent to 
the members, with ar abstract of the discussion thereon. 
Up to the present time fifty-four have been printed, and 
a considerable number are now in the hands of the Pub- 
lication Committee. Among these papers are, we be- 
lieve, many of the most valuable contributions which 
have thus far been made to engineering literature in this 





country, and a steady improvement is obvious each year 
in their character. 

‘‘The persons who are eligible for membership,’ to 
quote from the constitution of the Society, “are civil, 
military, geological, mining and mechanical engineers, 
architects‘and other persons, who, by profession, are in- 
terested in the advancement of science. They must have 
been in the actual practice of their professions for at least 
seven years, and have been in charge of work or of oper- 
ations in their particular branch of engineering or of 
science. A diploma from any collegiate institution in 
good standing, conferring the degree of C. E., will be 
considered equivalent to two years’ service.” 

The limitations of membership, it will be seen, are 
quite gereral, and might include many whose professions 
have nothing whatever to do with engineering. In fact, 
great difference of opinion exists among the members re- 
garding the qualifications which should be required for 
membership, and as three dissenting votes will defeat the 
election of a candidate, it is somewhat of a risk fora 
person without considerable experience as an engineer to 
submit his name for election. 

As the term civil engineer was used originally in contra- 
distinction to military engineer, and modern usage has 
applied the former term almost exclusively to persons 
who are engaged in the construction of fired public 
works, and mechanical engineer to those who design ma- 
chinery, it seems a misnomer tocall an association whose 
constitution by express provision makes “ civil, military, 
geological, mining and mechanical engineers and archi- 
tects” eligible for membership, a Society of Civil Engi- 
neers. If the word “‘civil” were struck out of the title, it 
would be more in accordance with actual facts, and give 
the organization a better chance of becoming what it 
should ultimately be, a national society of engineers. 

Its members are now scattered over the whole country, 
and are engaged in every variety of work. They are to 
be found in almost every State of the Union, and are or 
have been represented on many of our most important 
public works which are either completed or in progress. 

The objects of the Society, as stated in Article II. of the 
Constitution, are: “The professional improvement of its 
members, the encouragement of social intercourse among 
men of practical science, the advancement of engineering 
in its several branches, and the establishment of a cen- 
tral point of reference and union for its members.” Arrti- 
cle III. states that ‘‘the means to be employed for attain- 
ing these ends shall ve periodical meetings for the read- 
ing of professional papers and the discussion of scientific 
subjects ; the foundation of a library, the collection of 
maps, drawings and models, and the publication of such 
parts of the proceedings as may be deemed expedient.” 
In accordance with this plan, the semj-monthly meetings 
before referred to are held inthe roomsof the Society. 
At these meetings the regular business is transacted, pa- 
pers are read and discussed, and social intercourse is 
‘‘encouraged.”’ Besides these meetings, there is the an- 
nual convention, to which several days are usually de- 
voted. This promises to become a much more important 
event than it has been heretofore. As the membership is 
extended and scattered over greater distances, it becomes 
more difficult for them to attend the ordinary meetings, 
and, consequently, to make the annual convention an oc- 
casion of a general reunion. At the last there was a 
larger attendance than ever before, and papers of more 
than ordinary interest were then read and discussed. 

The Society also has the nucleus of an engineering 
library, which is constantly increasing by donations, but 
is still sadly deficient. The rooms have become a fa- 
vorite place for members to meet each other, and each 
month are frequented more and more. 


There is, however, a feeling, which we believe is quite 
general among members, that for some reason the Society 
is not accomplishing what it should and ought. This 
was expressed at the last annual convention by Mr. 
Charles Paine in some remarks by which he introduced a 
resolution ‘‘ that a committee of five be appointed, con- 
sisting of two members from the West and three from 
the East, to consider the best means of promoting inter- 
course between the Society and its members, and the 
subjeet of allied societies or chapters, and to report such 
changes of the constitution and by-laws as may be neces- 
sary to effect the objects contemplated.’ In presenting 
this resolution, which was adopted, Mr. Paine remarked 
that “ the Western members of the Society have long de- 
sired that their intercourse should be more frequent and 
intimate with it, and their correspondence full and con- 
stant; that they should, in fact, bea part and not an ap- 
pendage of the Society. I and many of us here, at the 
West, have given the matter serious consideration. This 
Society should become a national one, and maintain a 
rapid, steady and complete intercourse with all its mem- 
bers.” Mr. E. 8. Chesbrough, Mr. Octave Chanute, Mr. 
Thomas C. Clarke, Mr. Horatio Allen and Mr. Wm. P. 
Shinn were appointed a committee to consider and re- 
port upon the subject, 














It will thus be seen that the Society has the matter 
fairly before it, and some consideration of it will there- 
fore be appropriate at the present time. 

The difficulty with the Society now seems to be, that 
there is no system cf communication between it and its 
members. The only intercourse which now exists is the 
sending and receipt of notices of meetings and printed 
copies of papers and discussions. It is quite impossible 
for a large majority of the non-resident members to at- 
tend the semi-monthly meetings, and with the exception 
of those papers which are read and printed, they have 
little knowledge of the proceedings of the Society. Quite 
naturally, therefore, they lose interestin it and take no 
part in its proceedings. 

Now the chief object of all societies of this kind is the 
formation of a central point to which each member may 
contribute of his own knowledge and experience for the 
benefit of all. Therefore, the first consideration should 
be, how to secure the greatest amount of information 
from members, and from other sources ; and, second, 
how to make this knowledge most easily available to 
those who want to use it. 

The planat present pursued is to have members pre- 
pare and read papers on subjects about which they are 
supposed to be specially informed. Engineers who have 
been engaged in a work of more than ordinary interest, 
who have experimented in some special process or invest- 
igated peculiar phenomena of interest to engineers, will 
communicate their information by means of a descriptive 
paper, which is read and then discussed at one or more 
of the meetings of the Society. Now undoubtedly this 
plan is very effective in communicating information re- 
garding a special class of subjects. When a person hts 
some experience or knowledge concerning a subject with 
which no one else is acquainted, such as the construction of 
some special work, then the simplest and most direct way 
to convey the information thus gained is to write an ac- 
count of it. Asan example, we will refer to the sinking 
of the East River Bridge piers or the plans and progress 
of the Detroit River Tunnel. In such cases an engineer 
has special opportunities for observation, and is obliged 
himself to provide the means to overcome the difficulties 
in accompl'shing the work done. 

There is, however, another class of subiects about 
which information is constantly needed, and concerning 
which numbers of engineers and others have opportuni- 
ties of gaining experience and observing the effects of 
either well or imperfectly known causes. To this class 
the subject of the wear, strength and weight of rails be- 
longs, endurance of bridges, methods of laying founda- 
tions, etc. Concerning subjects of this kind it is impor. 
tant to get the experience of the largest number of people, 
and under the greatest variety of circumstances. With 
the present method of conducting business in the Society 
of Civil Engineers, there is no efficient means of doing 
so. This is the more remarkable, as several kindred soci- 
eties now have a system of collecting information in suc- 
cessful operation, which, if adopted by the Society of 
Civil Engineers, would, we believe, succeed not only in 
accumulating the results of the experience of others 
concerning subjects about which information is needed, 
but also would have the effect of bringing the Society 
and its members into frequent communication with each 
other, and induce many to study and investigate subjects 
which are brought before it who now seldom give them a 
thought. We refer to the plan adopted by the American 

Railway Master Mechanics’ Association. This Society 
has no local habitation, but holds an annual session or 
convention which continues through three or four days. 
At these meetings subjects which have been presented for 
consideration are reported upon and discussed by all the 
members who may feel inclined to take part. In order to 
bring a subject before the Association for consideration, 
any member can move that a committee be appointed to 
investigate and report at the following annual meeting. 
If the Society concurs with the moverfof the resolution, a 
committee is appo nted by the chairman, if no names are 
submitted with the motion. The committee, after the 
convention adjourns, prepares a series of questions, re- 
ferring to the subject under consideration. These ques- 
tions are printed and sent to each member, and he is ex- 
pected to send replies to them. After they are received 
the committee prepares a report, which is read and dis- 
cussed at the next annual convention. 

This plan works well in several different ways. In the 
first place, if the selection of the committee isa good one, 
it will after careful consideration propound a series of 
questions which of themselves will direct inquiry into 
the channels most likely to be productive of knowledge. 
In the next place, the questions will induce the persons 
to whom they are addressed to engage in investigations 
and inquiries, which otherwise would not have suggested - 
themselves. Thirdly, the receipt of a circular from the 
Society requesting certain specific information has a ten- 
dency at once to interest the recipient in the pro- 
ceedings of the Association. Fourthly, the replies to the 
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questions presented by the committee will enable its 
members to make a report embodying all the informa- 
tion thus acquired, which will give it a value it could not 
have kad if it were only the expression of the opinions 
of one or a few individuals. Fifthly, in replying to ques- 
tions which are skillfully and intelligently prepared, any- 
one will almost necessarily be obliged to learn more 
about the subject, and understand it better, than before 
giving such answers. In many and probably most 
cases, the persons who do so will undertake some careful 
investigation or experiment relating to the subject 


presented for consideration. The result of this 
will be that members will come to the meet- 
ing and to the consideration of the report of 


the committee with more or less special information con- 
cerning it, and after ample time has beeu allowed for 
careful consideration. When a paper is now read before 
the Society of Civil Engineers, it is usually presented 
with little or no preliminary announcement, and mem- 
bers listen and afterwards discuss it without any special 
preparation or knowledge. Often the subject treated of 
is of such a character that it is impossible to fully com- 
prehend what is written about it by simply hearing it 
read. 

The system which we have described has worked admi- 
rably well in the Master Mechanics’ Association, where 
it has been employed for four or five years. Copies of 
all the circulars issued are reprinted in the pages 
of the Rar~roap GAzETTE, so that our readers 
are somewhat familiar with them. -In skillful hands 
we believe the system is capable of much greater 
usefulness than it has yet achieved in the Asso- 
ciation to which we have referred. If the Civil 
Engineers’ Society should adopt this plan, it, will by no 
means be necessary to abandon its present method of 
conducting business. It will doubtless always be desira- 
ble to have members give descriptions of their work and 
experience, but in connection therewith it would, we be- 
lieve, increase the usefulness of the Society and also the 
interest felt by the members, if they were to adopt the 
plan so successfully employed by the Master Mechanics’ 
Association. 

The advantages which would result from the forma- 
tion of local societies or ‘‘ chapters,’ as is proposed, are 
not so apparent, nor is it quite clear to us what good 
purpose they would serve, or rather what advantages 
would result from a federal organization. It is quite 
true that it is entirely out of the question for members 
who live in San Francisco to attend the semi-monthly 
meetings in New York, and if there are a dozen mem- 
bers in that far Western city, they might find it desirable 
to meet together there, and hold discussions for their 
mutual edification. It is hard to see, however, why a 
license from a society which is intended to be national 
and not local in its character, should be necessary or an 
advantage in any way whatsoever to the brethren on the 
Pacific coast in holding such meetings, nor how the cen- 
tral society would be benefited by a merely nominal con- 
nection with such an association. That the relation 
would be anything more than nominal seems very im- 
probable, and we do not know that anything more has 
thus far been proposed. 

It is said that now the expenses of the Society are paid 
by all the members, resident and non-resident in New 
York, and that the advantages therefrom accrue chiefly 
to the resident members. This, if true, might indicate 
that the dues of the one class should be increased, or those 
of the other diminished, or possibly both. It is difficult 
to see, however, how, if the members in San Francisco 
do not get their full share of the advantages resulting 
from the maintenance ofthe rooms and meetingsin New 
York, the matter would be equalized any better by 
authorizing them to hold meetings themselves nearer to 
the Golden Gate. The organization of lncal societies 
may be, and probably would be, very yseful and desira- 
ble for many reasons, but why they should be united 
with the present Society is not so clear. With a large 
non-resident membership, it seems probable that some dif- 
ferent system of conducting business must be adopted 
from that which prevailed when nearly all the members 


resided either in New York or not far fromit. The 
change required is, we believe, to give more 
time and assign more importance to the an- 


nual conventions and annual meetings, and to conduct 
the business more by correspondence and postal intei- 
course with members. This change is gradually being 
effected by the necessities of the somewhat changed rela- 
tion which the members bear to the Society. It may, 
however, be well to recognize it, so-that ample provision 
may be made for the new condition of things. 

Before discussing the subject of loval societies, it may 
be well to call attention to what, it is conceived, might 
and probably would bea source of embarrassment and 
trouble fo the central Society, if the federal system were 
adopted. We refer to the qualifications of membership 
in the local bodies. At the present time the whole sub- 





ject is left very much to the judgment of the board of 
managers and to the members present at the meetings 
to which the names of candidates are submit- 
ted. Now, if all the members of the local 
societies had to be elected by the parent association, then 
the only difference between such an organization and the 
present would be, that it would simply be granting to 
some members the authority to hold local meetings, 
which they can do now without authority. If, on the 
other hand, the local bodies should decide who shall and 
who shall not become members, then it seems extremely 
probable that very many would be admitted who could not 
be elected if their names were submitted to a meeting at 
No. 63 William street. The professional standard for 
engineers is low enough in New York, but is probably 
much lower in Skowhegan or some other comparatively 
obscure place. In order to get a respectable membership 
in such places, it would be necessary to admit many who 
would not be up to the standard which a national society 
of engineers should require. This, we fear, would be a 
perpetual source of embarrassment and might result in 
more evil than good. 

It is true that much good might result if non-resident 
members would form local associations for purely local 
purposes, and make the connection with them the pre- 
liminary step to membership with the New York or 
national Society. If such were organized for the special 
advantage of the younger engineers and students, they 
would supply material from which the membership of 
the present Society could constantly be recruited, and 
which is absolutely necessary for the growth and pros- 
perity of any organization. This could, however, all be 
accomplished without any federal organization, and with 
much less embarrassment to all parties concerned. After 
all, the success of any such movement will depend more 
upon the interest and skill of the non-resident members 
than upon any ingeniously devised scheme or system 
which might be adopted and issued by the existing or- 
ganization. 

Altogether it seems that the usefulness of the Society 
would be promoted much more by the adoption, to a cer- 
tain extent at least, of the method of doing business em- 
ployed by the Master Mechanics’ Association than by the 
organization of chapters. The former plan could be 
tried toa limited extent, at least, without any constitu- 
tional changes, and if not successful could be abandoned 
without embarassment; whereas any federal organiza- 
tion will involve very important changes, and if once a 
step is taken in that direction there will be more difti- 
culty in retracting it than there was originally in its adop- 
tion. 








Record of Track Increase. 





In this number of the RatuRoap GazeETrTE we give informa- 
tion of the construction of the following sections of new rail- 
road : 

Pennsylvania Petroleum, track laid (the first) from Pithole 
to Petroleum Center, Pa., 6 miles. Buffalo, New York & Phil- 
adelphia, extended 9 miles. Port Royal, extended from Steel 
Creek, S. C., northwestward five miles to a point 82 miles from 
Port Royal. Lake Shore & Michigan Southern—Lansing Divis- 
ion, extended from Eaton Rapids northward 17 miles to Lan- 
sing, Mich. Cairo & Fulton, extended from the Missouri line 
southward 11 miles, and from White River northeastward 74 
miles, in all 85 miles. Paducah & Memphis, extended south- 
ward three miles to a point eight miles from Troy, Tenn. Green 
Bay & Lake Pepin, extended from Grand Rapids, Wis., west- 
ward 19 miles to a point 116 miles from Green Bay. Interna- 
tional, extended northwestward from Troupe to Overton, Texas, 
11 miles. Houston & Great Northern, extended northward 8 
miles to a junction with the International at Palestine, Texas. 
Lake Shore & Tuscarawas Valley, completed by the extension 
from New Philadelphia southward 12 miles to a junction with 
the Pittsburgh, Cincinnati & St. Louis Railway at Uhbrichsville, 


0. Atchison, Topeka & Sante, Fe, extended 60 miles 
westward from Fort Dodge, Kansas, to a _ point 
412 miles beyond Atchison. Boston & Maine—Port- 


land Extension, completed by the laying of track on the 
section between Wells Village and Saco, Maine, 14 miles. Cairo 
& Vincennes, completed by the laying of track on 29 miles of 
road in different sections. Ashlabula, Youngstown & Pitts- 
burgh, completed from Ashtabula to Youngstown, 62 miles, be- 
ing 27 miles more than has been reported heretofore. Mil- 
wauKee & St. Paul—St. Paul Division, extended from Winona 
down the Mississippi 21 miles to a point within 9 miles of La 
Crescent, Minn. 

This is a total of 326 miles of new railroad. 








House Warming Car-Builders’ Headquarters. 





A number of the officers and members of the Master Car- 
Builders’ Association some time ago concluded that ite useful- 
ness could be very much extended if a place were provided in 
New York for holding meetings, social reunions, etc. With this 
object in view a consultation was held, which resulted in rent- 
ing several very convenient and comfortable rooms at No. 111 
Liberty street. Through the exertions of Messrs. Garey and 
Smith, the rooms were neatly carpeted and furnished with con- 
veniences for writing, etc. It is intended to make them a sort 





of rendezvous for the members of the Association, to supply 


every convenience for the tra tion of b , and to make 
it the depository of the archives of the Association, and for 
all records, drawings, models, etc., which it may be thought 
desirable to preserve. -It was designed, in fact, to make the 
place a sort of club-room for the members of the Association 
while they were in New York. 

About thirty members of the Association assembled, with as 
many of their friends, for the purpose of celebrating the open- 
ing of the rooms. The chair was taken by Mr. Andrews, and 
the objects:‘of establishing-the rooms was stated by Mr. Garey 
and others. A rumber of members and their friends presented 
their congratulations, and a substantial lunch was then 
served. After a liberal consumptiod of solids and absorption 
of liquids, a committee which was appointed to prepare reso- 
lutions reported as fellows : 


Whereas, The Master Car-Builders Association have been in 
special convention, assembled in the rooms provided in the city 
of New York for the permanent occupation and casual meeting 
of its members, and 

Whereas, The fittings and appointments of the same and the 
purposes for which they are provided meet our unqualified ap- 
proval, therefore : mies 

Resolved, That the thanks of this Association be, and the 
same are hereby, tendered to Messrs. Garey and Smith for their 
ability, taste and discretion in the selection and appointments 
of these headquarters. 


The resolution was unanimously adopted, A committee, 
consisting of Messrs. Garey,Smith and Forney, as appointed 
for the purpose of receiving applications from inventors, manu e 
facturers and other parties for the privilege of presenting 
models or drawings of their inventions to the notice of the 
members in the rooms of the Association. 

A resolution was also adopted appointing the third Thursday 
evening of each month as the time for holding a business and 
social meeting in ths rooms. 

All members of the Association are invited to make use of 
the rooms while in New York, and especially to meet there at 
the time appointed for a regular monthly reunion. 





Cuicaco AND Texas will be united by the completion of the 
Missouri, Kansas & Texas Railway ; but the connection of Texas 
will not be to Chicago alone, as a Chicago paper seems to think 
but to St. Louis as well. The paper in question says: ‘“‘ By 
this route Chicago will be as near as, if not nearer to the great 
Soufhwest than St. Louis, whose southwestern connection, the 
Atlantic & Pacific, is far from reaching its objective point.” The 
fact is that the Atlantic & Pacitic has no line to Texas, and that 
the Missouri, Kansas & Texas is just as available to St. Louis 
as to Chicago, and, while the former city is 621 milesfrom the 
Texas terminus of that road, by the routes which run trainsin 
connection, Chicago is 280 miles further from it—the shortest 
route from Chicago to Denison being, indeed, through 8t. Louis, 
St. Lou's will, in no very long time, have a second and much 
shorter route to Texas by way of the Iron Mountain and Cairo 
& Fulton roads, which will give a route only about 480 miles 
long from St. Louis to Northeastern Texas. This will al# be 
a direct route from Chicago, but St. Louis will have the advan- 
tage, for the simple reason that it is nearer to Texas by more 
than 250 miles. That Chicago will not be able to compete with 
St. Louis for Texas traffic we will not say, only it is well to un- 
derstand that in this competition it must inevitably suffer from 
this disadvantage in distance. The fact that Chicago is a great 
cattle market, and that as yet St. Louis is not, gives the fore 
mer city now one great advantage ; but St. Louis will soon have 
completed excellent facilities for handling cattle, and it will be 
very discreditable to it if it does not secure the larger part of 
the traffic in cattle which come directly from Texas. Indeed, 
if there is any one field which that city can count as its own, 
it is this very territory west and southwest of it. It should 
have the same advantage in South Missouri and Kansas, Ar 
kansas and Texas, that Chicago has in Northern Illinois, Iowa, 
North Missouri and Minnesota. 


Tue Peruvian Raiiroaps, it is reported, are not likely to 
make such progress under the present administration as was 
intended by the late President Balta. The latter, it is sus- 
pected, was largely interested in the contracts made with Mr. 
Henry Meiggs, involving scores of millions of dollars. The new 
President, Prado, is said to be studying economy, and at first 
to have revoked the contract for the great Arequipa & Puno 
Railroad, which involves $35,000,000. Afterwards it was decided 
to complete this work, but it is thought improbable that any 
contracts will be let for new works under the present adminis- 
tration. The railroads, many of them, are extremely difficult 
and costly to construct, and for a large part, if not the most 
part, ran through an unproductive country; but the valuable 
guano deposits owned by the State have given it a foundation 
for credit which has enabled it to borrow immense sume for the 
construction of public works. Whether these are likely to be 
productive or not, it is not easy at this distance to judge; but 
there is danger of overdoing such work, even in a productive 
and rapidly growing country, and Peru does not grow in popu- 
lation very fast, however productive parts of it may be. 





Tue PropLeM oF THE TANGENTS, propounded recently by 
“R. O. B.”, has brought us a large number of solations which 
we are unable to give this week, but will endeavor to present 
together, so that they may be compared readily, next week. 


Tae New York Rapmp Transit RarroaD has been reported 
as abandoned, and it is true that the work which was begun at 
Fifty-second street has been suspended. But the officers of 
the company deny that there is any intention of abandoning 
the project, but that the present delay is for the purpose of re- 
ceiving proposals for doing the work. The maps which pur- 
ported to give the positions of the sewers, etc., have beon 
found incorrect, after. complete surveys by the company’s en- 
gineers, and some unexpected difficulties in the management 
of the drainage haye been met, It is also reported that some 
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modifications of the original plan may be asked of the next 
Legislature, one of which is the right of extension to tho 
Battery. 





x 





ly Concress, on the 17th, a bill was offered by General 
Banks appropriating $100,000 for the official representation of 
the United States atthe Vienna Exhibition. Some opposition 
was developed and the bill was referred to Committee on Ap- 
propriations, General Garfield, the Chairman of this Commit- 
tee, is » man of broad views and enlightened public spirit, aad 
it is believed that the bill will be reported favorably and will 
eventually pass. On the success of this bill, doubtless, depends 
very largely the representation of American induStry at Vienna 
next year. Our manufacturers, many of them, will take the 
the pains to provide objects for exhibition if they can be as- 
sured that they will be transported, received and duly cared 
tor when they arrive. a 








American Society of Civil Engineers: 





A regular meeting of this Society was held at its roows in 
New York, Wednesday atternoon, December 4. 

A paper was read upon “ Rail Economy,” by C. P. Sandberg, 
0. E., of Loudon, in which, under the three heads “Iron Rails 
—Steel Rails—and Traffic Capacity,” the author deals with the 
saving that may be effected in the item of railway cost. 

fron Rails. —The American demand for English rails, of say 
600,000 tons yearly, is unlikely to diminish soon. The late in- 
creased exponse of iron adds to the cost of railroad construc- 
tion, and tends to reduce the quality of rails. Welsh rails were 
often imperfect in weld—now they are sometimes also brittle. 

In the Cleveland district rail making has greatly improved, 
chietly by the increased application of fettling in the puddling 
furnaces. Still the buyers must guard against lamination and 
brittleness by tests for strength and wear, applied before the 
yails are laid, Rails made of suitable iron, with a proper sec- 
tion, will not break in winter; in Scandinavia, with a climate 
more severe than in America,no accident has occurred from 
broken rails, though cross sleepers are exclusively used. Buta 
very small portion of the iron rails shipped to America will 
stand the proper teste, 

No late improvement promises so much to perfect iron rail- 
making as mechanical puddling, which now seoms to be an en- 
tire success. Among the best appliances for this purpose are 
those of Danks and Spencer: one producing the whole charge 
in one ball, and the other in several small ones. By this im- 
provement more rails can be made, at a reduced cost and of 
better quality. 

Steel Rails.—The demand during the past year has been so 
great for steel rails, that they can hardly be obtained at any 
price ; the supply is limited by the lack of ore free from sul- 
phur and phosphorus, and recourse has been had to extensive 
minesein Spain. It is hoped that America will supply herself 
with steel rails, and import only those of iron required for new 
lives or light traffic. There is a scarcity of suitable ore for the 
Bessemer process throughout Europe, except in Sweden, which 
the recently discovered coal there will render more available. 

The Sieomens—Martin process of steel making—superior to 
the Bessemer in requiring & less pure ore—has thus far pro- 
duced so little that it can hardly be called a source of supply 
in the great market. 

Steel rails are pow so well mado that they rarely break, ex- 
cept when the flange is punched, and this should be done only 
while the metal is hot, or the notch drilled and then slotted. 
Although a steel rail is generally thrice as strong as an iron 
ono, When punched or the flange is cracked, theiron may be the 
stronger. ‘Thesteel is made as soft as possible, say with + per 
oent. of carbon ; fornot by hardness, but by homogeneity, is it 
superior to iron. 

Jsually a stoel rail will carry one-fifth more dead load than 
an iron one; hence, for the same traflic, the steel rail, in com- 
parison with the iron, should not be reduced in weight more 
than 20 per cont. 

Buyers should require each rail to be permanently marked, to 
indicate date, maker’s name, and quality, that subsequent use 
may determine which manufacture is best. 

Traffic Capacity.—The amount of wear or life of a rail is usu- 
ally expressed in tons passed over it before rejection. Proper- 
ly the speed of travel should be taken into account, and 220,- 
000,000 speod tons is a fair expression of the endurance of extra 
iron rails. 

The average life of iron rails in England for ordinary traftic is 
about 10 years; inand near London it is two years or less ; on 
the Continent; from 12 to 15 years; and in Sweden—with less 
traffic than in England—from 15 to 18 years. 

The weight passed over good iron rails before rejection has 
been found to average 10,000,000 tons, This may be taken to 
represent the life of extra iron rails, and six times that the life 
of good 56-pound steel rails. On the “London & Northwestern 
line” steel rails have lasted 20 times as long as iron, and on 
the *‘ Metropolitan Railway,” with the greatest traffic in the 
world, where iron would not have lasted six months, steel will 
stand from three to four years. 

In comparing the relative economy of superior iron rails and 
those of steel, prices of each being taken at £7 and £11, and 
4nterast on capital 5 per cent., the yearly saving per mile would 
be £1 where irou rails would last 15 years, and were used; £10 
where they would last 10 years, and steel were used, and £73 
where the iron rails would last but five years and steel were 
used. 

A table was given showing the gross load in tons which each 
quality and weight of rail may be expected to carry during its 
life, and the conditions were stated therewith to aid in the se- 
lection of rails to accommodate a given traffic—an important 
matter, since many European railways are laid with too heavy 
rails, and American with too light ones. 

Equally important with the weight of a rail is a 
proper section. In England the ‘double-headed ” rails are stil) 





generally used, and elsewhere in Europe the flat bottomed pat- 
tern, as also in America. A specially bad section is the Erie 61- 
pound rail, which could be replaced by a 45-pound rail well 
proportioned. 

Professor Rankine says the weight of the rails per yard in 
lengih should equal 15 times the greatest load on the locomo- 
tivedrivers in tons. Perdonet, in France, takes 12 in place of 
15; the writer, by adopting a section which permits a fish-joint 
stronger than the others in general use to be made, takes 10 
and less. Thus for a 60-pound rail, the weight on drivers is 
put at 6} tons. 

Fish plates of steel will enable rails to carry from 15 to 20 per 
cent. greater load than if iron were used of the same section; 
they will cost per ton about £1 less than steel rails, and the 
iron about £1 more than ‘iron rails; hence the adoption of 
steel fish plates will be of benefit even with iron rails. 

DISCUSSION, 

Mr. Macdonald remarked that Mr. Sandberg, in taking 64 
tons weight per locomotive driver as a safe load on a 60-pound 
rail, differs from the best practice in this country. The Phila- 
delphia & Reading Railroad, on rails made with great care by 
the company, prefers not to exceed 4 tons on a 64-pound rail: 
and the rail section has been gradually increased to counteract 
wear and tear from even this medium load. ; 

On the Erie Railway 54, tons weight on drivers has been 
found too great for the best 70-pound iron rails; and with a 
speed, for heavy freight trains, of 15 miles per hour, should not 
exceed 43 tons. 

Mr. Allen remarked that this was of great personal interest 
to him. His first railway report dealt with the question of 
weight upon drivers, and showed the need of keeping it below 
certain limits. If greater weight is to be carried, the number of 
drivers should be increased ; and the time will doubtless come 
when locomotives with 8, 10 and even 12 drivers will be used 
[In no way has more money been wasted in the construction 
and operation of railroads than by increasing the weight upon 
drivers, to the great injury of road-bed, rails and rolling stock. 





Train Accidents in November. 





Early on the morning of the Ist,an engine on the transfer 
track of the Western Union Railroad, at Savanna, IIll., ex- 
ploded, quite demolishing the locomotive, throwing fragments 
half way across the Mississippi, but only slightly injuring the 
engineman and fireman, who were in the cab at the time. 

On the morning of the lst, a freight car on the Atlantic, Mis- 
sissippi & Ohio Railroad “keeled over” in the street, in Nor- 
folk, Va., while going around a curve, blockading the road sev- 
eral hours. 

On the 1st, about 1 o’clock in the afternoon, a passenger 
train on the New York Division of the Pennsylvania Railroad 
ran into some cars that had been left on the track near Eliza- 
beth, N. J., crushing some cars and disabling the engine, but 
hurting no one. 

On the night of the 1st, between Hopewell and Bioody Run, 
Pa., on the Huntington & Broad Top Railroad, there was a col- 
lision between two freight trains running at full speed in oppo- 
site directions, wrecking both engines and a number of cars, 
and fatally injuring the conductor, engineman, fireman and a 
brakeman of one train, and the conductor of the uther, and 
badly injuring a brakeman. 

On the night of the 1st, near Frankville, Md., on the “‘ Seven- 
teen-Mile Grade” of the Baltimore & Ohio Railroad, two coke 
cars broke loose from a train and ran down the grade with 
fearful speed, killed a woman who was walking on the track, 
and finally struck the engine of an ascending freight train, 
knocking the cars to pieces and seriously damaging the loco- 
motive. 

Early in the month, on the Pennsylvania Railroad, an engine 
was standing alone at Gallitzin Station, with no one in the cab, 
the fireman being absent and the engineman being engaged in 
oiling. A train coming westward through a tunnel struck thie 
standing engine very lightly, but with the effect of throwing 
its throttle-valve wide open. It immediately started westward 
down a grade of 80 feet to the mile, and soon acquired tremen- 
dous speed. At Lilly’s Station, six miles from the point of 
starting, it struck the head of a freight train which was then 
moving about six miles an hour. The two locomotives were 
broken to pieces and a number of cars were broken up. No 
one was hurt, though the engineman of the freight train re- 
mainedon his engine. 

Near the first of the month, on the Winona & St. Peter Rail- 
road, near Marshall, Minn., thirteen box cars of a freight train 
were thrown from a bridge 30 feet high, and two or three bents 
of the bridge were broken, by reason, itis said, of the spread- 
ing of the rails. 

Early on the morning of the 3d, the sleeping car of & passen- 
ger train on the Memphis & Charleston Railroad caught fire 
and burned so rapidly that it was with great difficulty that the 
passengers escaped. 

On the morning of the 3d, 18 out of 22 cars of a freight train 
on the Chicago, Rock Island & Pacific Railroad were thrown 
from the track by a broken rail, near Green River, Ill, The 
damage to cars was great. 

On the 4th, a car of a freight train on the Flint & Pere Mar- 
quetté Railway jumped the track at East Saginaw, severely in- 
juring a brakeman who was on top of it. 

On the afternoon of the 5th, a passenger train on the Port- 
land & Rochester Railroad, by reason of a misplaced switch, ran 
into a siding at Bar Mills, Buxton, Maine, and struck a freight 
car which was being loaded there. The freight car and the 
locomotive were damaged somewhat, and two passengers were 
slightly hurt. 

On the morning of the 5th, a switching engine, drawing sev- 
eral cars on the Atlantic & Great Western Railroad in Dayton, 
Ohio, ran into the rear of a freight train which was being 
backed toward it, damaging the switching engine consider- 
ably. 





On the morning of the 6th, as an express freight train on the 
Rutland Railroad was moving on a side track at Sutherland 
Falls, Vt., four cars were thrown from the track, and two of 
them badly injured. 

On the 6th, in Cleveland, Ohio, an engine of the Atlantic & 
Great Western Railroad ran into the rear of a freight train, 
breaking up one or two cars, damaging the engine, and injur- 
ing the fireman. 

On the 6th, the baggage and express cars and one coach of a 
passenger train on the Utica & Black River Railroad, ran off the 
track near Lowville, N. Y., damaging one car, and slightly in- 
juring the baggage-master. 

On the night of the 6th, on the St. Louis, Kansas City & 
Northern Railway, at Belknap, Iowa, the locomotive of a freight 
train left its cars at the depot, and ran down a grade about 
halfa mile to a water tank. While taking in water, the cars, 
which were not sufficiently held by the brakes, started down the 
track, and struck the engine so forcibly as to throw it and 
three cars from the track. 

On the evening of the 7th, in the outskirts of the city of 
Scranton, Pa.,on the Delaware, Lackawanna & Western Rail- 
road, as @ construction train with a party of laborers was back- 
ing into town, it encountered a mass of rock on the track, by 
the side of a precipice about 100 feet high. The caboose car, 
containing 15 or 20 men, went down this precipice, turning 
over and over, and at last striking wrong side up. A flat car 
behind was torn from its trucks and thrown across the track. 
Seven men were killed, nine wounded seriously and seven less 
severely. 

On the evening of the 7th,a little distance from Scranton, 
Pa,, on the Lehigh & Susquehanna Railroad, the passenger car 
of a mixed train was thrown from the track by a broken rail. It 
was dragged on the ties for about 150 feet, and then fell with 
the rear end down the embankment, and in this position was 
dragged, hanging to the train, about 150 feet further, when it 
struck the abutment of a culvert over a brook and was shat- 
tered by the shock, fatally injuring three passengers and injur- 
ing 16 others. 

On the evening of the 7th, on the Indianapolis & Vincennes 
Railroad, near Sanborn, Ind., a passenger train encountered a 
plank which had been placed across the rails for the purpose. 
[he engine went over, and also the baggage car, killing in- 
stantly the engineman and fireman. 

After 10 o'clock on the night of the 7th, an east-bound pas- 
senger train on the Baltimore & Ohio Railroad ran into a Pull- 
mau car which had been detached from a Washington train, 
ind was waiting on the side track at Relay House to be taken 
on by a west-bound train. There were six passengers in this 
car, four of whom were injured. - 

On the morning of the 8th, as an engine was moving down 
the track of the Georgia Railroad, in the city of Augusta, Ga., 
the throttle-valve broke as the engineman attempted to slacken 
speed, and the engine moved rapidly towards the yard, entirely 
beyond control, the engineman and fireman having jumped off 
to save themselves. The engine soon encountered some cars 
which a switching engine of the South Carolina Railroad was 
pushing toward it. The freight cars were badly crushed, tho 
runaway engine and its tender thrown from the track, and the 
other engine and tender broken loose from the cars. The en- 
gineman of the latter had reversed before he jumped, and after 
the shock the engine began to move back from the scene of the 
collision towards the Savannah River. It struck a handcar on 
its way, the occupants of which abandoned it in time to save 
themselves, and, pushing it before it, ran through the yard, 
over the bridge, and about three miles beyond, when it stopped 
for want of steam. No one was hurt. 

On the morning of the 8th, as a north-bound passenger train 
yn the Western Union Railroad was about four miles above 
Savannah, Ill., a tender axle broke, throwing the tender from 
the track, knocking the trucks from under the mail car, and 
raising the car body upon the locomotive. 

On the afternoon of the 8th, a passenger train of the East 
Pennsylvania Railroad ran into the rear of a passenger train of 
the Philadelphia & Reading Railroad as they were coming up 
toa depot in Reading, Pa., owing, it is said, to neglect in 
placing switch signals. Very little damage was done. 

On the evening of the 8th, near Neola, Iowa, on the Chicago, 
Rock Island & Pacitic Railroad, an axle or journal in the rear 
truck of a car in a west-bound freight train broke and let the 
end of the car fall to the rails, whereupon the three cars next 
following went to pieces and fell in ruins upon and on both sides 
of the track. 

On the morning of the 9th, in Upper Montclair, N. J., on the 
Montclair Railroad, there was a collision between a north- 
bound etone train and a south-bound gravel train, by which 
two engines and a number of cars were broken up. Five men 
were severely injured. 

On the morning of the 9th, at East St. Louis, Iil., a locomo- 
tive going out on the track of the Ohio & Mississippi Railroad 
ran into a freight train which at the time was crossing its path 
onthe Vandalia road. Three cars, one of them loaded with 
glass, were demolished. 

On the night of the 9th, at Coeyman’s, N. Y., on the Athens 
& Schenectady Branch of the New York Central and Hudson 
River Railroad, by reason of a misplaced switch, the locomotive 
and nine cars of a freight train were thrown from the track and 
piled together at the foot of an embankment 25 feet high, in- 
juring the engineman and fireman fatally and a brakeman dan- 
gerously. The switch rail had been disconnected from the 
target lever, and the latter set to indicate that the track was 
open. i 

On the 10th, au entire train was thrown from the track of the 
Central Railroad of New Jersey at High Bridge, N. J., by a cow 
which it encountered ou the track. 

Early on the morning of the 11th, there was a collision be- 
tween a coal and a freight train at Mentzer’s Switch; Pa., on 
the Little Schuylkill Railroad, causing considerable damage te 
both trains. 
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On the 11th, at a gravel pit near Indianapolis, on the Indian- 
apolis, Bloomington & Western Railway, there was a collision 
between a passenger train and a gravel train, temporarily dis- 
abling the former. 


On the evening of the 11th, a north-bound passenger train on | 


the Indianapolis & Vincennes Railroad ran into a south-bound 
extra freight near Gosport, Ind., damaging both engines and 
the baggage car, but hurting no one. 

On the night of the 11th, a north-bound mineral train on the 
St. Louis & Iron Mountain Railroad jumped the track at a 
station in Carondelet, killing a brakeman and dangerously 
wounding the engineman and conductor. 

On the 12th, a passenger train, owing to a misplaced switch, 


ran into the rear of a freight train which was standing on a side | 


track of the Portland & Rochester Railroad at Buxton, Maine. 
The passenger train was slacking up to stop, and the shock was 
not very severe, bruising slightly four passengers. 

On the evening of the 12th, a locomotive struck the rear of a 
freight train at a crossing of tracks at the corner of Canal 
and Kinzie streets, Chicago, on the Chicago & Northwestern 
Railway. The tender gf the locomotive was thrown from the 
track, and the rear car of the freight train slightly -Jamaged. 

On the evening of the 12th, near Fairfield, Iowa, on the Bur- 
lington & Missouri River Railroad, three cars of a west-bound 
freight train were thrown from the track. 

About 10 o’clock on the night of the 12th, a south-bound ex- 
press train on the New York Central & Hudson River Railroad 
ran off the track between Troy & Greenbush, just as it was to 
eater a covered bridge at Griswold’s mill. The engineman and 
tireman were badly hurt, aud the switchman was found about 
200 feet from his switch, nearly insensible. The engineman 
was robbed after the accident, and while he was senseless, and 
it was at first suspected that the thieves had beaten the switch- 
man and misplaced the switch with the intention of robbing 
the train; but itis said that the switchman, having switched 
some cars to the side track, was suddenly paralyzed as he was 
about to turn the switch to the main track. 

On the morning of the 13th, a construction train on the Bal- 
timore & Potomac Railroad ran into four cars loaded with 
gravel which had broken loose from a train while passing 
through a tunnel in the southeastern part of Washington. Four 
workmen were severely injured. 

On the morning of the 13th, at Newark, N. J., an express 
train on the Morris & Ess»x Railroad, while passing a train on 
the parallel track of the Central of New Jersey going in the 
same direction, was struck by a timber which projected too far 
from a flat car of the Centraltrain. The passenger cars were 
badly broken, but no one was hurt. 

On the morning of the 13th, near Clark’s Mills, N. J., on the 
Rome & Clinton Branch of the New York & Oswego Midland 
Railroad, a construction train ran off the track, tearing up the 
rails for some distance and piling together ten cars of the train. 
The spreading of the rails is assigned as the cause. 

Early on the morning of the 14th, near the Milwaukee stock 
yards of the Milwaukee & St. Paul Railway, there was a collision 
between a freight train from the Northern Division and one 
from the LaCrosse Division of that road, by which a fireman 
was killed and some cars wrecked. 

Ou the 14th, a freight train of the Central Railroad of New 
Jersey ran off the track near Communipaw, N. J., blocking the 
track for some hours. 

On the 14th, at Hamburg, Iowa, on the Kansas City, St. 
Joseph & Council Bluffs Railroad, a passenger train 1an off 
the track, blocking the track for two hours, but hurting no one. 

On the morning of the 15th, near Devalls Bluff, on the 
Memphis & Little Rock Railroad, the locomotive and five cars 
of an east-bound freight train were thrown from the track. The 
engineman was killed, and the fireman severely injured. Both 
of these jumped, but were caught under the engine. A broken 
rail is said to have caused the accident. 

On the 15th, an east-bound express train on the Baltimore & 
Ohio Railroad, near Clarksburg, W. Va., ran into two cows, 
causing the train to leave the track and crash through a small 
frame dwelling occupied by a man, wife and infant, injuring the 
child severely but not not dangerously. The train was de- 
layed nine hours. 

‘On the morning of the 15th, the engine and baggage-car of & 
west-bound passenger train on the St. Paul & Pacific Railroad 
ran off the track, by reason of a misplaced switch, just beyond 4 
the depot in Minneapolis. The engine went into the ditch, in- 
juring both engineman and fireman, and the car was badly 
wrecked. 

On the afternoon of the 15th, on the same road, and at the 
same place, the engine and baggage-car of an east-bound 
passenger train left the track at the switch frog, and went into 
the ditch, injuring no one. 

On the afternoon of the 15th, at Corymbo, Ind., on the Mich- 
igan Central Railroad, the engine, baggage cars and two 
coaches of an express train left the track at a frog, delaying 
the train several hours. 

On the same day and road, at Leoni, Mich., a sleeping car of 
an express tram jumped the track for some unexplained rea- 
son, with very little damage. 

At 9 p. m., on the same day and road, thore was a collision 
between an east-bound freight train and a locomotive near 
Kalamazoo, Mich., blocking the road for sume hours. 

On the afternoon of the 15th, as a switching engine of the 
Indianapolis, Cincinnati & Lafayette Railroad, with two cars 
attached, was standing on a side track north of Indianapolis, 
another train was backed into the same track and struck the 
standing train with such force as to jolt open the throttle 
valve and at the same time shake off the engineman, who was 
standing on the foot-board. The engine with its two cars at 
once started at considerable speed and ran some distance 
through streets nearly to the Union Depot ; but the steam ran 
downo that some one was able to board it and stop it before 
any damage was done. 


On the afternoon of the 15th, a freight engine started on the 





Danville trestle work of the Indianapolis & St. Louis Railroad 
and was run into by a special freight train, ruining one engine 
and tumbling 13 cars into the creek below. A man who was 
stealing a ride in one of the freight cars was somewhat hurt. 

On the evening of the 15th, at Cheektowaga Crossing, on the 
Erie Railway, three miles from Buffalo, a locomotive of one 
train ran through passenger cars of another, wrecking locomo- 
tive and cars and slightly injuring one passenger of 15 or 20 
who were in one of the cars. 

On the night of the 15th, four miles east of Sparta, Wis., on | 
the La Crosse Division of the Milwaukee & St. Paul Railway, a | 
sleeping car and two passenger cars of a west-bound passenger | 





Railway at Hancock, N. Y., four cars of a train were thrown 
from the track, delaying trains some time. 


One night about the middle of the month, at Wanaque, N. 


J., on the Montclair Railroad, 15 miles north of Paterson, a 
passenger train ran into a box-car which is supposed to have 
been maliciously pushed from a side track to the main track. 


The engineman saw it when it was too late to stop, and put on 
steam and struck it with full foree. It was demolished, the 
engine wrecked and one car thrown from its truck, but no one 
was much hurt. 

On the morning of the 21st, a north-bound mail train on the 
Cleveland, Columbus, Cincinnati & Indianapolis Railroad was 


train were thrown from track and down an embankment ten | thrown trom the track at Kneisley’s Station, Ohio, by the 


feet high, the sleeping car turning compietely over. No one | breaking of a rail which had been badly worn. One person was 


was much hurt. A broken rail is reported as the cause. 

On the 16th, the boiler of a locomotive exploded on the Mis- 
sissippi Central Railroad at Grenada, Miss., fatally injuring the 
fireman. 

Near midnight on the 16th, on the Atlafttic & Great Western 
Railroad, near Bowiusville, Ohio (not far from Sprivgtield), as 
a freight train was running at a good rate of speed, the boiler 
of the locomotive suddenly exploded, shattering the locomo- 
tive, throwing the tender across the track, and piling together 
a number of cars. The engineman and a brakeman were in- 
stantly killed, and the fireman was dangerously injured. The 
latter reports that the engmeman had been overworked, and 
lacked sleep, and had remonstrated against making this trip; 
also that the boiler leaked badly. The fireman had often dur- 
ing the trip called the engineman’s attention to low water, but 
he seemed too sleepy to notice it himself. 


At 10 o’clock on the morning of the 17th, as a number of empty 
coal cars were backing across the Lehigh & Susquehanna 
Bridge at Bethiehem, Pa., a freight train on the Lehigh Vailey 
Railroad, which crosses at this point, struck the moving cars 
at the crossing and drove two of them forcibly agaiust a res- 
taurant adjoining. A brakeman was thrown from the train and 
fatally injured. 

On the morning of the 17th, at Ansouia, Ind., on the Cleve- 
land, Columbus, Cincinnati & Indianapolis Railroad, an extra 
train ran into the rear of a freight train which had stopped tu 
let another train pass. The caboose was lifted upon the en- 
gine, which was so broken as to discharge steam treely, aud 
this terribly scalded the four occupants of the caboose, all of 
whom were passengers. Two of them soon died. 


On the 17th, near Clairmont Station, on the Winona & St. 
Peter Railroad, an engine pushing a snow-plow ran into the 
rear of a freight train which had stuck in the snow, shattering 
the caboose, wrecking the snow-plow aud throwing into the 
ditch the engine behind the latter. A red light had been sent 
back from the freight train, but there was a blinding snow- 
storm at the time, and the immeuse snow-plow made it difficult 
to see at all from the engine. 

A little after midnight on the 18th, on the Pacitic Railroad of 
Missouri, near the depot in St. Louis, a switch engine, while 
making a running switch, left the track and fell on its side 
across the track, injuring the engineman, fireman and a brake- 
man, one of them dangerously. 

Very early on the morning of the 18th, a passenger car of a 
train on the Indianapolis, Cincinnati & Lafayette Railroad was 
thrown from the track by the backing of the forward truck at 
Smith’s Crossing, Ind., delaying the train some hours. 

On the evening of the 18th, there was a collision between two 
freight trains on the Louisville, Cincinnati & Lexington Rail- 
road near Verona, Ky., doing very little damage. 

On the morning of the 19th, a north-bound freight train on 
the Wisconsin Division of the Chicago & Northwestern Railway 
ran off the track a few miles south of Oshkosh, Wis., breaking 
to pieces eight cars. The cause is said to have beer*the spread- 
ing of the rails, made possible by the drawing of the spikes 
through frost. 

On the morning of the 19th, a south-bound freight train on 
the Louisville Branch of the Ohio & Mississippi Railroad ran 
into the rear of a passenger train which had been standing at 
Deputy Station, Ind., but began to pull out on discovering the 
approaching freight train. The rear car was wrecked and partly 
telescoped with the one before it, and three women and an in- 
fant who had been unable to escape from the rear car were 
more or less injured. The freight train was several hours be- 
hind time, was coming down a steep grade at high speed, and 
was very near the rear of the passenger train before brakes were 
called. The engineman of the passenger train started his train 
just before the collision. Most of the passengers in the rear 
car jumped off before the collision. 


On the 19th, about noon, there was a collision between a 
mixed train of the Schoharie Valley Railroad and a passenger 
train of the Albany & Susquehanna, at the junction of the two 
roads at Central Bridge, N. Y. The former train had just en- 
tered upon the Albany track to run from the junction to the 
station, having made the required signals. Both engines 
were damaged and nine freight cars thrown from the track. 


On the 19th, there was a butting collision between a passen- 
ger and a freight train on the Michigan Central Railroad, near 
Kalamazoo, Mich., wrecking both engines and a number of 
cars. 

On the 19th, at Trenton, Mo., on the Chicago & Southwestern 
Railway, an engineman, after taking on coal and water at « lit- 
tle distance from his train, backed into it with such force as to, 
wreck the baggage car and damage the tender. 

On the 19th, a freighft train on the Millstone Branch of the 
New York Division of the Pennsylvania Railroad ran off the 
track at Millstone, N.J., damaging three cars and delaying 
trains considerably. 

On the night of the 20th, as a freight train was crossing the 
main #ack of the Erie Railway at Suffern, N. J., an express 
train dashed into it, wrecking badly several cars of the freight 
and also the express engine. The express was behind time. 

On the night of the 20th, ig pulling into a switch on the Erie 





badly hurt. 

On the afternoon of the 2ist,the engine and tender of an 
east-bound train on the Pacific Railroad of Missouri were 
thrown from the track at Franklin, Mo., by cordwood on the 
rails, delaying the train three or four hours. 

On the evening of the 2ist,on the Southern Central Rail- 
road at its Junction with the Lake Ontario Shore Railroad, a 
car full of passengers having become detached from the rear of 
a mixed train, the train was backed upon it with such force as 
to cause the death of a brakeman and bruise several passen- 
gers. 

On thenight of the 21st, a freight train on the Jacksonville, 
Pensacola & Mobile Railroad ran into a log car which was 
standing on the track, about five miles west of Sanderson, 
Fla., wrecking the engine badly. Tho car had been lying in the 
ditch tor some time, but had that day been placed on the track 
by the company’s employees, who, with incouceivable stupidity, 
went away and left it there. 

A few minutes before 2 o'clock on the morning of the 22d, 
the Washington express on the Philadelphia, Wilmington & Bal- 
timore Railroad ran into the rear of a long passenger train which 
had come to a halt on the track for want of steam, two miles 
north of Wilmington, Del. The engine penetrated six or cight 
feet into the rear car (which contained about 30 passengers), 
and telescoped it with the car in front of it, injuring fatally 
three persons, and 15 others more or less seriously. Tbe loco- 
motive with which the train started was disabled near Chester, 
Pa., and the one which replaced it seemed to have insuflicient 
power for the train, which consisted of ten cars, while the dis- 
abled locomotive had to be hauled a few miles. The train lost 
time continually, and the New York expfess was very nearly 
due when it came to a stand; but not till then, it is reported, 
was a flagman sent back to warn the expected train. He had 
gone about 800 feet when the express came in sight of hin). 
About this time a north-bound train passed on the other track, 
and, discovering the danger and tho flagman, signaled the 
south-bound express; and it 18 said that the latter observed 
this signal before the flagman was visible to it. The passcn- 
gers in the rear car had crowded into the front of it before the 
collision. No account is given of the brake-power used ; but 
power brakes should have been able to have so reduced the 
speed of the New York express in a distance of Sv) feet that 
the collision would have beep slight, and proper platforms 
should have prevented the telescoping of the two passenger 
care. The road has used both, and is esteemed as carefully 
and conscientiously managed. The verdict of the coroner's 
jury over one of the killed was ‘that Henry C. Fritz came to 
his death by a coltision that occurred about 200 yards south of 
Ellersie Station, between the train that left Philad:Jphia at 
11:30 on the night of the 2ist inst. and the train which left 
West Philadelphia at about 12:40 on the morning of the 22d 
instant, which collision was caused by or through the incom- 
petency and neglect of Mr. Anthony Rue, conductor of the 
train leaving Philadelphia at 11:30 p. m., on the night of the 
2ist of November, 1872.” 

On the night of the 22d, a passenger train on the Newark A 
Elizabeth Branch of the Central Railroad of New Jersey jumped 
the track at Amboy Junction, near Elizabethport, N.J. The 
locomotive was turned directly across the track. The curs 
kept their places on the rails, and the passengers were unin- 
jured, The engineman sustained serious bruises and cuts. A 
misplaced switch is said to have been the cause. 

On the night of the 22d, several cars of a freight train loaded 
with heavy blocks of granite were thrown from the track of the 
Boston & Albany Railroad between Chathamand Kast Chat- 
ham, Mass., by the breaking of a journe|. Several cars were 
wrecked, and a brakeman had his leg broken. 

On the 22d, an east-bound freight train on the Vicksburg & 
Meridian Railroad ran over three mules on a trestle near Bran- 
don, Miss., throwing engine, tender and four box cars off the 
track and wrecking them. The engineman was somewhat burt 
and the road blockea twelve hours. 

On the morning of the 23d, on the Knoxville Branch of the 
Louisville & Nashville Railroad, a freight trainof 19 cars ran 
overa misplaced switch, and five cars were thrown from the 
track and broken up. 

On the 23d, there was a collision at Fairview, O., ou the Pittr- 
burgh, Fort Wayne & Chicago Railway, between a west-buund 
express train and an east-bound freigbt train, injuring one man 
severely and damaging somewhat both engines. 

On the evening of the 23d, an east-bound freight train on the 
Bloomington Branch of the Toledo, Wabash & Western Rail- 
way ran into a heavy freight engine of the Chicago, Danville & 
Vincennes Railroad, which was standing at the time directly on 
the crossing at Hoopeston, Ill. This engine was thrown down an 
embankment seven feet high, and the engine of the moving train 
fell upon it. No one was hurt, but the tracks were blocked 
nearly 24 hours, and the damage to the engines was great. 

On the 23d, a freight train ou the European & North Ameri- 
can Railway, near St. John, N. B., ran into the head of # gravel 
train, which at the time was backing down the track. Both ivo- 
comotives were thrown from the track, and the engineman and 
fireman of the freight engine were killed, and one other train» 
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man slightly injured. The freight train is said to have been 
ahead of time. 

Early on the morning of the 24th, on the Boston & Albany 
Railroad, at Mittineague, Mass., a west-bound freight train was 
wrecked, 11 cars being demolished and 73 cattle killed. The 
engine and the first two cars of the train, which were to be left 
at Mittineague, were cut off from the rest a mile west of the 
station, but while they were being switched off tho balance of 
the train came on at great speed and dashed into the engine 
and car next it, car after car being heaped one upon another 
till eleven had been demolished. The engineman had several 
ribs broken. 

On the 24th, as a special train conveying officers of the com- 
pany was running at a high speed up the Chicago, Dubuque & 
Minnesota Railroad, it ran into a wood train which was receiv- 
ing a load at a curve between Clayton and McGregor, Iowa. 
The wood train was badly wrecked, but the special was able to 
proceed. 

On or about the 25th, the engine and 21 cars of a coal train 
on the Syracuse & Binghamton Division of the Delaware, Lacka- 
wanna & Western Railroad ran off the track near Syracuse, 
N. ¥. 

On the morning of the 25th, an engine on the Wilmington 
& Reading Railroad ran off the track in passing from a side 
track to the main track at Center Station, Del., slightly damag- 
ing it. 

On the evening of the 25th, an express train on the New York, 
New Haven & Hartford Railroad struck an oak post, which evi- 
dently had been laid across the track with malicious intent, a 
few miles below Thompsonville, Conn. The shock threw the 
post upon the pilot, where it remained until the platform at 
Thompsonville knocked it off, when the engine ran over it and, 
with two or three cars, was thrown from the track by it, but 
without damage, as the train was barely moving at the time. 
The perpetrator was arrested, tried, convicted and sentenced 
to ten years’ imprisonment. 

On the night of the 25th, on the Wilmington, Columbia & 
Augusta Railroad near Florence, 8. C., a freight train was 

thrown from the track by a broken rail, and seven or eight cars 
were broken up. 

Early on the morning of the 26th, about 30 miles east of 
Elko, Nevada, on. the Central Pacitic Railroad, an east-bound 
freight train was badly wrecked in some way unreported. The 
road was blocked about seven hours. 

On the morning of the 26th, a passenger train on the New 
York Division of the Pennsylvania Railroad, at Trenton, N. J., 
scraped along the rear car of a train which had been run into 
a siding, but did not quite clear the main track. The sides of 
the passenger cars were badly scratched, some of the windows 
broken in, and some passengers were slightly bruised or cut. 

On the 26th, a freight train on the Pacific Railroad of Mis- 
souri ran off the track at Jefferson City, blocking the road for 
four hours. 

On the night of the 26th, an express train from Cincinnati, 
on the Pittsburgh, Cindinnati & St. Louis Railway, ran into the 
rear of a freight train near Coshocton, Ohio, killing the engine- 
man, seriously injuring an express messenger and breaking up 
the locomotive and express car of the express train. The 
freight train had been run into a siding, but the end of the rear 
car extended over the main track. 


On the night of the 26th, a passenger train on the Charlotte, 
Columbia & Augusta Railroad was thrown from the track, and 
two sleeping-cars so injured that they could not be taken 
on. A sleeping-car porter was severely injured. A defective 
rail is said to have been the cause. 

On the morning of the 27th, four cars of a train jumped the 
track in Kankakee, Ill, on the Cincinnati, Lafayette & Chicago 
Railroad. 

On the morning of the 27th, in Kankakee, IIl., on the Illinois 
Central Railroad, an engine ran into a freight train, throwing 
the locomotive and one car from the rails and blocking the track 
some hours. 

About 1 o’clock on the afternoon of the 28th, a south-bound 
passenger train on the Syracuse & Binghamton Division of the 
Delaware, Lackawanna & Western Railroad ran off the track 
while running at high speed near Jamesville, about seven miles 
south of Syracuse. It ran a fewrods on the ties, and then 
plunged down an embankment 15 feet high. The engine was 
half buried in the mud, the baggage car was thrown 30 feet 
from the track; the first car was thrown on its side upor the 
locomotive ; the second car was turned bottom upward and 
badly broken. The latter caught fire, which was soon put out. 
The engineman was killed, the fireman dangerously injured, 
and at least five passengers considerably injured. The cause 
of the engine leaving the track is said to have been a badly worn 
rail on the curve. An indignation meeting was held in Syra- 
couse, at which the management of the road was denounced, and 
the removal of the Superintendent of the Division, Mr. P. El- 
mandorf Sloan, demanded. He has since resigned. It appears, 
however, that the accident was due to lack of proper mainte- 
nance of track, and not to faults in working the trains. 
verdict of the coroner’s jury found that the track of this road 
is in many places very much worn and dilapidated, and is 
wholly unfit for passenger traffic in the locality of the accident; 
that many of the rails are insecurely laid ; that a considerable 
portiou of the track is laid with pieces of rail ranging from six 
to twelve feet in length, and concluded by condemning the 
management of the operative branch of the road in very strong 
terms. 

On the night of the 28th, a passenger train on the Morris & 
Essex Division of the Delaware, Lackawanna & Western Rail- 
road was thrown from the track by a misplaced switch, it is 
believed. The cars were half thrown over, aad two passengers 
were considerably injured. 

On the morning of the 29th, an express train ran into a wood 
train which was just pulling out from the station at Henderson, 
Minn., on the St. Paul & Sioux City Railroad. The express was 
an hour behind time, and the station had no telegraph office, 
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and seems not to have been a regular stopping place for the 
express. The wood train sent out aman to flag the express, 
but not until it had started, or very soon after, for he had only 
fairiy started when the express came around the curve. Its en- 
gineman called brakes and reversed his engine, and the engine- 
man of the wood train pulled the throttle-valve wide open. The 
latter action, however, caused a coupling to break, so the cars 
of the wood train were left standing. The caboose and the en- 
g ne were wrecked, but no one was hurt. 

On the 29th, at noon, a passenger train on the Vermont Cen- 
taal Railroad ran into the rear end of a freight train at South 
Royalton, Vt., breaking up several freight cars and damaging 
the locomotive and baggage car of the passenger train. 

On the evening of the 29th, an accommodation train on the 
Boston & Providence Railroad ran into the rear of a freight 
train near the Coliseum, in Boston. ‘he engine and four cars 
were wrecked, and some horses were killed. 

On the night of the 29th, the Cincinnati express, going east 
on the New York Centtal & Hudson River Railroad, left Syra- 
cuse twenty minutes late. An east-bound stock train, taking 
the express’ time at Manlius, the next station east of Syracuse 
was trying to make Chittenango, 6} miles east, but failed and 
had become nearly stalled before reaching the latter station, 
where it was overtaken by the express. The express engine 
dashed into the rear of the train and passed through nearly 
five cars before it left the track. The engineman and fireman 
kept to the engine, and suffered severe though not fatal injuries. 
The night was intensely dark and the air filled with failing 
snow, which hid the lights of the stock train until the express 
engine was close to them. On recovering ‘from the shock, it 
was ascertained that the express was running at the rate of 
forty miles per hour when it struck the stock train, and brought 
up ina length of seven cars, and yet not a platform was in- 
jured nor a coupling broken, and the passengers escaped un- 
harmed. It is believed that had it not been for the Miller 
platforms the cars would have telescoped, with great loss of 
life. 

Early on the. morning of the 30th, a switching-engine on the 
Erie Railway ran into a caboose which was standing on a switch 
at Binghamton, N. Y., seriously injuring a man who was sleep- 
ing in the caboose. 

On the evening of the 30th, a passenger train on the Ohio & 
Mississippi Railroad ran into the head of a freight train, just as 
it was entering a switch a mile east of Cincinnati. Both en- 
gines were badly wrecked, and the engineman and fireman of 
the passenger train were injured. 

This is a total of 103 accidents, 19 of which caused death, and 
26 less serious injury to persons. Therefore 58 ot the accidents 
occasioned no injury to persons, or injury <o slight that it has 
not been reported. 

We tabulate these accidents as to their nature and causes as 
follows : 

Derailments. 









I i a 6 5a ws dhsink ease t.ba da baSiiesdeeabeaneed 18 
By misplaced switch A 
ee Serer ee ee et ne 6 
IE, TN Sos ces Waradiedaxti oes seal tansacken 3 
MNT vo avais vhn'e'<ccaaasct<adacjoeed dees vascehunsscucnsees> 3 
PAP MERUCIOME OUGITUCUIOR... inci cecs ccccceccececees caceces 2 
RU IIRL CNGNMGEIOEN, ccasves exswcececerccedecccecace 2 
By broken axle.......... Picasnein'< Inch eres tansdeeneecanews 2 
INNS fo annat cadeusencnasstinencehehnavoekaien 2 
I sn nd os abn adaceakscedace Gcaeavauves 1—45 
Collisions, 
NT NNN 5. ocis cosa coeds Seen acaiaeudeWeaansBeeunias 27 
eae eee 14 
Crossing collisions........... 6 
IIE So aoc 0660 ecbs ansvacaencsOaasdinen daskseeecarnces 4—51 


Boiler explosions. ................000: : 3 
Burning of car in train 


Rpiawael. Revadeseiaccarer Wee steandeecaace 1 
Striking projecting timber on parallel car.......... .......... 1 
i =e errr pAsREeReiesee ERA Mer rey ee eee 1 
ree RERESAWGuLel ciccued Keir enus oaenKen Cheun é 1 

Total ..@ 103 


Probably the most remarkable feature in this painfully long 
list is the great number of collisions, which class forms nearly 
one-half of the whole number. They caused death to 16 and 
injury to 53 other persons, 37 being the total number killed and 
114 the total number injured. Another prominent feature is 
the number of accidents causing or caused by runaways, indi- 
cating that it is not only when his train is in danger that a man 
should stick to his engine. There are no less that four of these 
reported. Besides the six derailments, two collisions were 
caused by misplaced switches. No less than three of the acci- 
dents are chargeable to careless backing, and two were caused 
by bad side-tracking, which left the tail of train in the way of 
cars on the main track. Four of the accidents were maliciously 
caused, and two of these caused the death of four men and the 
severe injury of a fifth. There were, meanwhile, several unsuc- 
eessful attempts to wreck trains. 

For the ten months ending with November our record is as 
follows : 


No. of Accidents. Killed. Injured. 

icc cane sccasesdausewieeasenwent 21 18 128 
A sccaoteatakekeesnink sen 50 nahi 27 3 67 
MUNN. adee acdcnesxenxeseesansuesasesueas 22 13 32 
Min sands adens ee cenen seed ss6*<iececdecs 27 9 33 
MR acahuh his ub basa Reenses Geaecuansenes 44 63 114 
MGS... catentwaiscekeaeetuseneaakseneus 31 35 66 
DUBWM. .00.ccccccccccccccccceseccccecns oe 53 14 39 
September...... PP ere Per ree ve 24 104 
PC Lccscccccssaanesasenneakenascam 90 29 102 
PD sas Snccncncneeergnbrnchnncesecn 103 37 114 
Totals..... Se 245 799 


The number of accidents last month, therefore, is seen to be 
twice as great as the average in our reports, and the number of 
killed and injured one half above the average, the total casual- 
ties being greater than for any other month, except June, 
though nearly equaled in February. As we have said before, 
the increase in the number of accidents is probably not so great 
as appears from our record, as during the first few months of 
our reports we were unable to make them so complete as after- 
wards. But we have aimed always to report all accidents 
which come to our notice m any way, and doubtless our error is 
stillin lack of completeness. But we think that not many of 





the cases which cause death or serious injury escape our notice 
and record, ° 
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Illinois Central, 
The company reports as follows its receipts during Novem- 
ber: 


Land Department. 





Acres construction land sold.............0.0++ 6,100.79 for $38,844.23 
Acres interest fund lands sol - 998.80 for 5,154.00 
Acres free lands sold......... 593.87 for 3,769 35 




















Total sales during the month of November, 1872. 7,693.46 for $47,767.58 
Cash collected in November, 1872.............- $62,587.93 
Estimated Earnings—Transportation Depar tment. 

In In 
Illinois. Towa. Total. 
707 Miles. 402 Miles. 1,109 Miles. 
Freight.....................--.| $378,388 00 $449.645.00 
PRMBOMBOB sc ccccccccctecceccces 108.410.55 145,986.95 
ies eens snsewishessccaeies 6,375.0! 3,059.33) 9,434.33 
URE DOUROOR, oicssscicccevisee 73,625.00 2,640.67 76,265.67 





Total, November, 1872......... 


| 
$114.553. 40) 
Total actual earnings, Nov.,’71. 


124,236.65} 


$681,331.95 
755,436.00 


$74,104.05 








OMRON snc ciaidss<enese $64,420.86 $9,683. 2¢ 


This is a decrease of nearly 104 per cent. in the Illinois earn- 
ings, nearly 8 per cent. in the Iowa earnings, and 9} per cent. in 
the total earnings. 


Chicago, Pekin & Southwestern. 

This road, as has already been stated, has been completed for 
three or four weeks. It will be opened for traftic and business 
on the lst of January. The stations on the line are as follows: 
Streator, Reading, Long Point, Dana, Minonk, Benson, Roan- 
oke, Eureka, Washington, Morton, Groveland, Pekin. 


Chicago, Burlington & Quincy. 

It is expected that the consolidation of this road with the 
Burlington & Missouri River road will be perfected next week, 
and that the two roads will fall under a single management 
after the first day of January. This company will remove its 
general offices from Nos. 504 and 506 Michigan avenue to 
the corner of Michigan avenue and Randolph street, about the 
first day of January. The company will occupy tour stories 
of the building, jand the offices will be reached by a 
convenient stairway, starting from Michigan avenue. 
The second story will be occupied by the Presi- 
dent, General Superintendent, Division Superintendent, 
Telegraph Department, General Freight Agent and the Treas- 
urer. The third story will be occupied by the Auditor, Pur- 
chasing Agent, General Ticket Agent, conductor's room and 
the offices of the Chicago & Towa road. The Chief Engineer 
will be in the fourth story, and the fifth story will be occupied 
by the Freight Auditor. 


Lake Shore & Michigan Southern. 

The earnings of this road for the past year will exceed very 
largely those of the preceding year. The earnings from freight 
alone for the first eleven months of the year are over two mil- 
lions in excess of the earnings for the corresponding eleven 
months of last year, and there is a large increase from the pas- 
senger earnings. 


Chicago, Rock Island & Pacific. 


This company reports a gradual increase of earnings. The 
Southwestern Branch is through anew country which is in 
process of settlement, and will develop its local business as the 
country along the line is developed. 

On the 16th the President sent the following notification to 
the President of the New York Stock Exchange : 

**In aceordance with the rules of the New York Stock Ex- 
change, you are hereby notified that after 30 days this company 
will issue 60,000 shares of additional capital slock. The pro- 
ceeds of such additional shares are required for building 
double track and side tracks, substituting steel in place of iron 
rails, building new passenger and freight depots, machine 
shops and engine houses, adding new equipment, completin 
branch roads, substituting permanent structures of stone an 
iron in place of wooden structures, reduction of grades on the 
Iowa Division and for other purposes of the company.” 

This swells the amount of capital stock to $25,000,000, and, 
the bonded bebt being $9,000,000, increases the capital account 
by about 214 Bper cent. The notification has had scarcely any 
influence on the price of the stock in the exchange, which is 
maintained at about 110. It is reported, however, that the 
stock had been very largely oversold for future delivery, and 
that a large part ot this new issne will be absorbed in filling 
these orders. : 


QChicago & Nortnwestern. 

The rivalry which is likely to exist between this road and the 
Milwaukee & St. Paul, as soon as the latter company opens its 
road to this city, promises to make some improvement in the 
alignment of the former. The short section of 16 miles, which 
will connect Janesville, Wisconsin, with Evansville, on the 
Madison Division northwest of Janesville, straightens the line 
between this city and St. Paul, and this section of road is to be 
built promptly on the opening of spring, when, with the com- 
pletion of the Madison Extension, the company will have the 
most direct route to the capital of Minnesota. Iron manufac- 
turers from Cleveland and St. Louis are in consultation with 
the officers of this road, in order to get branch lines constructed 
to their iron mines in the Northern Peninsula of Michigan, and 
as the company purpose to foster this business as much as 
possible, the time is not far distant when there will be devel- 
oped perhaps the greatest business in iron ore transportation 
to be found in the world. 

The Menomonee Extension, which connects the Wisconsin 
and Peninsula Divisions, and completes the company’s line 
from Chicago to Lake Superior, was completed December 2. 
The section from Fort Howard (at the head of Green Bay) to 
Menomonee was constructed last ycar. That built this year is 
from Menomonee to Escanaba, a Astance of 70 miles. The di- 
rection from Menomonee is northwestward, but the railroad 
for some distance, we believe, extends nearly due north from 
Menomonee, keeping some distance from the bay and in this 
way approaching more closely valuable iron mines, which are 
expected to afford the road a large traffic. The distance from 
Menomonee to Escanaba, which is in the State of Michigan, is 
something more than 70 miles, and the entire rail distance from 
Chicago to Marquette is about 437 miles, all but the 13 miles 
next Marquette being the Northwestern road. The completion 
of this line will for the first time bring Marquette and the Lake 
Superior iron country fully ‘‘into the world” during the winter. 
Heretofore its only cemmunicatien with the rest of the world 
during this season has been by sleighs from Escanaba along 
the bay to the terminus of the Wisconsin Division. This 1s one 
of the links long needed to complete the system of the North- 
western. By the completion of this road this year the com- 
pany secures a corsiderable land grant, said to be very 
valuable. 

On the same day the new branch from Geneva south to Bata- 
via, Ill., three miles, was opened. This line runs closer to the 
stone quarries, which afford the largest exports of Batavia 
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than any other road, and gives the town its shortest line into| —The earnings of the St. Louis & Southeastern Railway | come the main trunk line from Canada and the Northwest by 
Chicago. It is on the west bank of Fox River. Batavia isa | (consolidated) for the month of November were $97,183.24. Buffalo, Suspension Bridge or Rochester to Baltimore, Wash- 


very beautiful and quiet town, and offers attractions as a sub- | 
urban residence. 


Pittsburgh, Fort Wayne & Chicago. 
Thomas A. Scott and several other officials of the Pennsylva- | 
nia Company are to be in Chicago this week, to consult with 
the officers of the Milwaukee & St. Paul Company with regard 
to the construction of the great passenger depot which is to oc- | 
cupy the space between Madison and Van Buren streets, and 
between the river and Canal street, and it is understood that 


finer passenger depot than any now in existence in the city. 


Chicago, Danville & Vincennes. 

This company has now got its through trains fitted out 
with sleeping cars of the Woodruff pattern, whichrun through 
to Evansville without change. A large transfer barge is in pro- 
cess of construction, which will be employed in transferring 
cars from the Indiana to the Kentucky side of the river, thus 
avoiding the present inconvenience of breaking bulk. The 
company has its Fountain County Branch nearly completed, 
only about three miles remaining of track-laying. This will be 


finished and ready for use by the 1st of January. The 
company is about contracting for a thousand new | 
freight cars, and the next season promises to be 


one of great success in a business point of view. A new grain 
elevator has just been completed on the south side of Kinzie 
street, between Elizabeth and Ada streets, where grain will be 
stored for city consumption and for transfer to other railroad 
lines. The Cairo & Vincennes line is now completed, opening a 
new line to this road in that direction. Although this road is 
expected to be under the management of the Pennsylvania 
Company, it is probable that arrangements will be perfected 
whereby much benefit will be derived for the Chicago, Danville 
& Vincennes Company. 


Chicago & Pacific. 


This company has pushed the work of track-laying to a point 
west of the Des Plaines River, and it is estimated that 30 days 
will see the road finished to Elgin. The company has received 
cars and engines sufficient for its first passenger train. 


ELECTIONS AND APPOINTMENTS. 








—Mr. C. E. Benton, late Master Mechanic of the Indianapolis 
& St. Louis Railroad at Mattoon, IIL, is now in the St. Thomas 
shops of the Canada Southern. 


—At the annual meeting of the Richmond & Danville Rail- 
road Company, held at Richmond, Va., December 12, A. 8. 
suford, A. Y. Stokes and H. H. Marshall, of Richmond Vai 2 
William L. Owen, of South Briton, Va.; W. T. Sutherlin, of 
Danville, Va., and John R. Edmunds, of News Ferry, Va., were 
re-elected directors. Colonel A. S. Buford was re-elected Pres- 
dent for the ensuing year. 

—On the 11th, Mr. John W. Garrett was chosen President of 
the Baltimore & Ohio Railroad Company for the fifteenth term. 


—At the annual meeting of the stockholders of the Orange, 
Alexandria & Manassas Railroad Conipany, at Alexandria, Va., 
November 27, Mr. John 8. Barbour was re-elected President, 
and Messrs. R. A. Coghill, W. D. Hart, W. G. Cazenove, D. F. 
Slaughter, E. C. Marshall, S. A. Coffman, C. F. Suttle and C. M. 
Blacktord directors for the ensuing year. 


—At the annual meeting of the Chesapeake & Ohio Railroad 
Company, at Richmond, Va , December 10, the following board 
of directors was chosen: C. P. Huntington, A. A. Low, Wm. 
H. Aspinwall, of. New York ; Pliny Fisk, of New Jersey; David 
Stewart, James G. Clark, William B. Hatch, William White- 
wright, Jr., of New York ; H. C. Parsons, West Virginia; John 
Echols and Williams C. Wickham, Virginia. The only change 
made in the board is the election of Mr. Whitewright in place 
of General J. R. Anderson, of Virginia, who declinéd a re-elec- 
tion. 

—Atan adjourned annnal meeting of the stockholders of the 
International Bridge Company, held at Buffalo, N. Y., Decem- 
ber 11, the following gentlemen were elected officers for the 
ensuing year: President, C. J. Brydges ; Vice-President, E. G. 
Spaulding; Secretary and Treasurer, Joseph Hickson ; Direc- 
tors, Hon. James Ferrier, Eben. C. Sprague, John Bell, A. 
Walsh, P. R. Jarvis. 

—At the annual meeting of the stockholders of the Utica, 
Chenango & Susquehanna Valley Railroad Company, heid at 
Utica, N. Y., December 10, the following board of directors was 
chosen for the ensuing year: Samuel Sloan, John Brisbin, Wil- 
liam E. Dodge, Moses Taylor, Lewis Lawrence, Miles C. Com- 
stock, Daniel Crouse, Hiram Hurlburt, Morgan Bryan, Naaman 
W. Moore, George W. Chadwick, Daniel B. Goodwin, Devillo 
White. Messrs. Crouse and Hurlburt are new directors, taking 
the places of John Thorn and Thomas Potter; the rest of the 
board is re-elected. At the meeting 24,665 shares of stock were 
represented and voted on. 


—Lloyd Tilghman has been re-elected President, Mordecai 
Price Treasurer, and William H. Jacobs Secretary of the Queen 
Anne’s & Kent Railroad Company for the ensuing year. 


—A circular from Galusha A. Grow, President of the Inter- 
national and the Houston & Great Northern railroad compa- 
nies, announced that, beginning with December’ 1, the two 
roads would be :operated under one General Superintendent. 
H. M. Hoxie was accordingly appointed General Superintendent, 
and §S. Scoch Superintendent of the Great Northern Division. 
It was also announced that Thomas J. Shellhorn would remain 
as Master Mechanic of that division. 





TRAFFIC AND EARNINGS, 





—The earnings of the Erie Railway for the week ending De- 
cember 7 were : 1872, $367,778 ; 1871, $327,048; increase, $40,- 
730, or 12} per cent. 

—The following table shows the coal trade of the different 
coal regions and railroads of Eastern Pennsylvania, for the 
eleven months ending November 30, 1872, as compared with 
the same period last year : 

1872, tons. 1871, tons. 





Philadelohia & Reading Railroad.............. 3,942,735 3,716,584 
ST OE in nieee tad cbps sual geadecineoe 838.190 1,010,171 
Lehigh Valley Railroad....... .....ccccccccess 3.359.959 2,522,701 
Lehigh & Susquchanna Railroad .............. 2,374,731 1,806,911 
Delaware, Lackawanna & Westera Railroad... 2,636,106 1,683,295 
Pennsylvania Coal Company.................-. , 135.042 729,030 
Delaware & Hudson Canal Co.................. 658,830 = 1,728,139 
IN 500540008 se. sidan dageneitkes woe 538,064 597,143 
UMN. f5 665860 ciacchsnced brdeaehias 432,626 459,707 

Total anthracite............... oxédseinds 17,916,283 14,253,581 
eee 2.130.464 2,157,992 
_ gg Er rer 284,996 298,990 

Total anthracite and bituminous ........ 20,321,743 16,710,563 


Increase in anthracite, 3,662,702 tons; decrease in bitumi- 
nous, 41,522 tons ; total increase, 3,621,180 tons. 

—The earnings of the Kansas Pacific Railway for the first week 
in December were : from passengers, $22,286.20 ; freight, $39,- 
173.27; mails, $2,055.31; total, $63,514.78. Of this amount, 
$2,976.94 was for transportation of troops, mails and goyern- 
ment freight, 


—The earnings of the Grand Trunk Railway of Canada for the 


| week ending November 23 were: 1872, £39,600; 1871, 41,500; 
| decrease, £1,900, or 4§ per cent. 


—The earnings of the Great Western Railway of Canada for 
the week ending November 23j were : 1872, £24,633 ; 1877, £19,- 


| 591; increase, £5,042, or 253 per cent. 





—The earnings of the Richmond & Danville Railroad for the 
year ending September 30, 1872, were $834,451.91. The operat- 


2 t | Ing expenses were $470,606.22, leaving the net earnings $363,- 
arrangements will then be perfected for the construction of a | 


845.69. The gross earnings for the previous year were $758,- 
072.40, and the net earnings, $344,235.62, showing an increase 
last year of $76,379.51, or 10} per cent in gross earnings, and 
$19,610.07, or 53 per cent in net earnings. 

—The earnings of the Pennsylvania Railroad—so a Philadel- 
phia paper reports—for the ten months ending October 31 were : 
1872, $18,228,559 ; 1871, $15,630,104 ; increase, $2,598,455, or 16§ 


| per cent. 


—The receipts of the finished section of the Chesapeake & 
Ohio railroad (from Richmond to White Sulphur Springs, 227 
miles) for the year ending Septomber 30, 1872, were $777,632.70 ; 


| Operating expenses, $488,687.34; net receipts, $288,945.36. 


| 
| 
| 


_—The following companies have reported their earnings for 
November, in addition to those published last week : 


1872. 1871. Increase. Decr’se. Pr.ct. 
Atlantic & Pacific...... $102,940 $98,362 $4,578 Dawe 455 
Missouri, Kan.& Texas. 227.333 117,828 109,445 92% 
Michigan VCentral....... 616,024 587,434 28,590 osee + 
Ohio & Mississippi..... 319,159 301,866 17,293 aan 84 
Pacific, of Missouri..... 326,668 335,103 roe 8,435 2 
St.Lo., Alt. & Ter.Haute 178,252 171,366 6.886 pes 4 
St. Louis & Iron Mt..... 203,731 154,427 49,304 32 

PERSONAL. 





—Mr. George B. Wrestling, the Superintendent of the Mount 
Alto Railroad Company and the Mount Alto Iron Company, has 
had his office removed from Fayetteville to Chambersburg, Pa, 

—Milton a General Freight Agent of the Jackson, 
Lansing & Saginaw Railroad, has resigned his position. 

—Mr. Ralph Page, who has been an engineman on the New 
Jersey Railroad (now the New York Division of the Pennsylva- 
nia road) tor nearly 35 years and who was the oldest engine- 
man on the road, died a few days since after a short illness, at 
his residence in Jersey City. Mr. Page was over 60 years of 
age and leaves three sons, all of whom are in the service of the 
company, two as enginemen and one as fireman. 


OLD AND NEW ROADS. 


Free Passes. 


There was a meeting of railroad managers in Chicago on the 
9th, at which the foilowing regulations concerning passes, 
which have been heretofore recommended by the Western and 
Southern Railway Association, were unanimously adopted : 

1. The usual reciprocal passes between officers of connecting 
lines may be given. 

2. Passes to traveling agents or employees of other roads 
shall be granted only on an applicaiion from the President, Su- 
ne gpg or other managing officer, addressed to the Presi- 

ent, or other general managing officer of the road over which 
the pass is solicited. Nosuch request shall be made, exsept for 
eg tT when sent on business of their companies. 

3. Half-fare permits may be issued to each clergyman of a 
congregation on the line of road, or one having supervisory 
charge of a number of congregations on the line of road, pro- 
vided such clergyman follow no secular employment. 

4, Passes shail not be given for the procurement of business 
of any kind. 

5. One man may be passed on the train with his stock for one 
or two cars,and two men for three or more cars, two being the 
maximum number that may be passed on one train with any 
one shipment of stock, or with any number of shipments for 
the same owner. N >» return passes will be given on account of 
stock shipments, but half-fare tickets may be sold on such ac- 
count. 

6. Passes issued to members of the Legislature shall be lim- 
ited to the time of the session and for ten days after. 


Northern Pacific. 


The report of the Commissioners who inspected this road on 
the part of the Government covers that part of the road in 
Minnesota (Thomson Junction to Moorehead, 228 miles), and 
not the section in Dakota built this year. They report that 
the section examined is found to be well located, both with 
reference to through and local trafiic. The grades are light, 
three-fourths of the distance being below the average of thirty 
feet. The sharpest curve is three degrees, in a radius of 2,000 
feet. The embankments and excavations are within the re- 
quirements of law. The ballasting is well done with gravel. 
‘he rolling stock is uniformly of excellent quality and in good 
condition, and amply sufficient for all present and near future 
requirements. The engine houses and repair shops are deemed 
to be adequate. Mention is made of the emigrant houses at 
Brainerd, Glyndon and Duluth, as being constructed with fur- 
niture and cooking utensils for the free use of those intending 
to settle on the company’s or Government lands. The snow 


| fences, water stations and telegraph lines are considered ample 


for their purposes. The report closes as follows : 

“Having found this portion of the road to_be judiciousiy lo- 
cated, well constructed and adequately equipped, and believ- 
ing that it substantially meets the requirements of both the 
letter and spirit of the law and department regulations, the 
Commission recommend its acceptance by the Government.” 

Mr. George A. Brackett, who returned to Minneapolis about 
the 7th, from the Dakota portion of the road, where he had 
been snowed in, reported that then there was no snow except 
in the cuts west of the James River in Dakota Territory. Fit- 
teen days’ work in the spring will complete the track-laying to 
the Missouri River, the grading being tinished, and the neces- 
sary material on the ground. Mr. Brackett’s snowed-in party 
were fifteen days on the road home, a fraction over half of 
which they occupied in raising the blockade with shovels, 


Rochester, Hornellsville & Pine Oreek. 

This company represents the New York portion of a line 
projected from Hornellsville, N. Y., on the Erie Railway, south- 
eastward to Williamsport, Pa. The line has been located from 
Hornellsville to the State line, and will probably be put under 
contract this month. In Pennsylvania companies have been 
organized for its extension, and are waiting for some necessary 
legislation to commence active work. The whole line has been 
surveyed and found practicable. It will intersect the Law- 
renceville & Wellsboro Railroad near the latter place, and con- 
tinue along that road to the Autrim coal fields and thence to 
Williamsport. A correspondent writes that when built it will 
lessen the distance from Buffalo or Suspension Bridge to Wil- 
liamsport (and of course to Baltimore, Washington, &c.) 54 
miles over the present principal route, and will be at least 32 
miles shorter than any other line can be made. A saving of 12 
miles is effected between Williamsport and Rochester, N. Y. 
The road passes through the excellent bituminous coal fields in 
Pennsylvania, and at Williamsport will compete for the anthra- 
cite coal trade, Its projectors confidently believe it will be- 





ington and the South, and that it will command a large coal 
traflic. 

The original intention was to run down Pine Creek in Penn- 
sylvania, but the survey of the route and the quantity of coal 
on that line was not satisfactory. 

The Omaha Orossing. 

A correspondent of the Chicago Tribune, writing from Omaha, 


en 
- 


Vs: 

“Up to this time, the Union Pacifie has run its trains to the 
west end of the great Missouri Bridge, and there stopped. The 
four Iowa sonde have run to the east end of the bridge, and re- 
fused to come further. The Omaha Bridge Transfer has been 
operated between them—a little railroad by itself. This cannot 
continue. The trade of Nebraska and the lion’s share of the 
Union Pacific business, which, owing to its overland Pacific 
coast connections, is immense, will be given to the first eastern 
road that runs its trains to Omaha to receive it. This is why the 
Burlington & Missouri bought the Omaha & Southwestern. It 
will cross at Plattsmouth, and by that route be running its 
trains from the Union Pacific depot, in this city, on the 16th 
inst. 

“This connection of the Burlington & Missouri with Omaha 
would of itself break up the “‘ pool,” and compel the Iowa roads 
to cross the bridge. But there is said to be another reason. 
Horace F. Clark, President of the Union Pacific, now controls 
the Chicago & Northwestern. It will, after January 1, be used 
as a link in the great chain extending from San Francisco, 
through Omaha and Chicago, to New York. The trains of the 
Chicago & Northwestern will run to and from the Great Union 
depot to be built next year in this city, and that company will 
contribute to the cost of its erection.” 

The distance to Omaha by way of Plattsmouth and the Omaha 
& Southwestern is 14 miles greater than by way of Council 
Bluffs. 


Boston & Maine. 

At the annual meeting of the stockholders of this company, 
held in Lawrence, Mass., on the 1ith,.it was voted to issue 6 per 
cent. gold-bearing bonds to an amount not exceeding $1,500,- 
000, payable within 20 years, for the purpose of completing the 
road to Portland and funding the floating debt. 


Milwaukee Freight Lines. 

The Chamber of Commerce, of Milwau ee, has passed resolu- 
tions appointing a committee to recommend to the officers of 
this company the organization of a freight line to run between 
Milwaukee and Eastern cities ; and another to confer with the 
managers of existing freight lines, “‘to urge upon them our 
claims to a fair quota of cars in winter, in consideration of the 
large amount ot business they receive to and from Milwaukee 
during other seasons of the year.” 


Railroad Laws in Indiana. 

On the 11th, in the Indiana Senate, the bill to regulate the 
freight and passenger tariff on railroads was passed—37 yeas to 
Gnays. It provides that charges on freight carried a distance 
of not over twenty miles shall not be more than 100 per cent. 
per mile more than through rates; more than twenty and less 
than forty miles, not more than 75 per cent. advance ; more 
than 50 miles, not more than 50 per cent. advance, provided 
that in no case shall the entire charge exceed the charge for 
through freight. The rate for passengers is fixed at three 
cents a mile. 

The House bill to enable border counties to extend aid t» 
foreign railroads, in certain cases, was passed, Also the bill to 
provide for the distribution of stock issued to counties for sub- 
scription in aid of railroads among the taxpayers, in proportion 
to the amount of taxes paid. 


Trans-Alleghany Narrow-Gauge. 

A bill has been introduced in the Virginia Legislature to in- 
corporate the Richmond and Trans-Alleghany Narrow-Gauge 
Railway Company for the purpose of constructing, equipping, 
maintaining and operating a narrow-gauge railroad from or 
near the city of Richmond, through or near the counties of 
Powhatan, Cumberland, Buckingham, Appomatox, Campbell, 
Bedford, Franklin, Floyd, Pulaski, Bland, Giles, Tazewell, Rus- 
sel], Scott and Lee, or Buchanan and Wise, to the State line, by 
such route as may be found by actual survey most advanta- 
geous and expedient for the development of the agricultural, 
mining and manufacturing resources of the counties named, 
and with aview to connection beyond the limits of the State. 
The capital stock of the company is to be $6,000,000 in the be- 
ginning, and it is desired that it may be increased at any time 
toasum not exceeding $2,000,000, to be divided into shares of 
$100 each. 


Cincinnati, Lafayette & Chicago. 

The proceedings of the stockholders of this omeeny at a 
meeting held at Sheldon, Ill., November 30 (at which the di- 
rectors were empowered to organize under the act y nes 
March 1, 1872, which provides that one-fourth of the directors 
shali be appointed by the Governor), have been filed in the 
office of the Secretary of State at Springfield, Ill, 


Chicago & Northern Pacific Air-Line. 


The by-laws of this company have been filed in the office of 
the Secretary of State at Springfield, Ill. 


Omaha & Southwestern. 


The first train passed over the Patte River bridge Decem- 
ber 10, 


Salt Lake City & Echo. 

Arrangements are being made to build a narrow-gauge rail- 
road, about 45 miles long, from Salt Lake City to Echo City, on 
the Union Pacific 39 miles east of Ogden, 


Sheboygan & Fond du Lac. 


This railroad is now open for business from Ripon wostward 
to Princton, Wis., 20 miles, which portion has been constructed 
during the past season. Tho new Superintendent, Mr. Brandon 
Mozley (succeeding Col. C. C. Smith), was connected with the 
Union Pacific during its construction, and for two years has 
been in the general office of the Michigan Central at Detroit. 


New York & Harlem. 


Ground has been broken for the ‘* Fourth Avenué Improve- 
ment” between Seventy-ninth street and the Harlem River. 
Men are laying side tracks at the Yorkville rock tunnel, and 
erecting trestle work between Ninety-sixth street and One Hun- 
dred-and-Fifteenth street. Excavations were begun at Harlem 
on the 17th. The proposals for the work (tunneis and bridges, 
chiefly) between Forty-ninth street and Seventy-ninth were 
opened onthe 16th. The awards were to be made this week. 
Central Pacific. 

A freight train of sixteen cars entirely loaded with tea left 
San Francisco on the evening of December 3. The train, which 
carried about 169 tons of tea, was a special, and was to be run 
through to New York with as little delay as possible, 
Intercolonial. 

The commissioners for the construction of this railroad are 
ready to receive proposals for the track-laying and ballasting 
of sections 3, 6, 9 and 15 of Division No, 1, about 78 miles ; on 
sections 16, 19 and 20 of Division No. 2, about 46 miles; and on 
sections 21, 22 and 23 on Division No. 8, about 72 miles—all in 

New Brunswick. Information can be at the office of the 
| Oise in) Ottawa, Ont., and at the engineers’ offices at 
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Rimouski, Dalhousie, Newcastle and Moncton, N. B. Bids will 
ve received until noon of January 31. Bids are asked for pas- 
senger, freight and engine houses in Campbellton, N. B., and 
for a passenger house at Newcastle, N. B. 


Welland Canal. 

Uine-Canadian Department of Public Works advertises for 
proposals, to be hauded inby noon of January 10, for the con- 
stractiou of nine locks and weirs and the 1aterveniug works on 
the new portion of the Welland Canal between Thorold and 
Port Dalhousie. ‘This work will be let in sections. Tenders 
will be gecvived, also, for parts of the enlargement of the canal 
avove Port Robinson. Maps, = and specifications are now 
to be seen at the office or the Department, in Ottawa, Out., aud 
vimilar information may be had at oftices of the resident en- 
gineers iu Thorold and Welland. 


Chesapeake & Ohio, 

(ue tunnel under Church Hill, Richmond, which will give 
this road au approach to the docks on James River just below 
the city, was opened on the 14th. It will be ready in a few 
weeks for the passage of trains, On the road in West Virginia 
tere remained 17 miles to complete at that date. Itis be- 
ji-ved that the entire line wil be opened early in January. 


Dividends. 

Vue Demware & Hudson Canal Company on and after Jan. 2 
will pry 3) per cent. on the shares of tue Albany & Susquebauna 
sad 4 per cent, on those of the Ronsselaer & Saratoga Company. 
‘The trauster books were closed on the 14th. 


Booneville & Port Ontario. 

tae preiiminary surveys of this road from Booneville, N. Y., 
on the Utica & Black River road, west to Port Outario on the 
lake, about 20 unies cast of Oswego, have been completed. The 
jength of the road is about 45 mules. The line has been defi- 
nitely located from Booneviile to Salmon River Falls, 25 miles. 
lt is expected that work wiil be commenced in the Spring. 


Sturgeon Bay Canal. 

(iis canal, which will be but a mile and a quarter long, will 
comect Green Bay, ata point about 50 miies south of its 
mouth at * Death's Door,” with Lake Michigan, aud shorten by 
about 100 miles the voyage for vessels from Green Bay points 
to Chicazo and Milwaukee. The contractors, Messrs. Axtel, 
Harris & Gutches, began work July 9, and since that time have 
removed 87,000 yards by dredge, and 94,700 yards of dry exca- 
vation, besides clearing the whole route of timber. The ofticers 
of the company are: President, William B, Ogden; Vice-Presi- 
dent, LThomas H. Beebe; Secretary, Joseph Harris ; Assistant 
Socretary and ‘Treasurer, William KE, Strong; Directors, Wm. 
B. Ogden, Thomas H. Beebe, Charles D. Robinson, Isaac Ste- 
venson, FB. B. Gardner, Joseph Harris, Jesse Spaulding. The 
vilive 1s in Chicago. 


North Garolina. 

A vanker writes to the New York Bulletin that the object of 
the sait brought by Swasey and other holders of North Caro- 
liua vonds against the North Carolina Railroad Company and 
tae public treasurer, in the United States Circuit Court, was to 
divert from a general application to the ordinary govermental 
expeuses the dividends accruing to the State upon the $3,000,- 
000 of stock she holds in this railroad, and have them applied 
to the payment of the coupons of those bouds she had issued in 
porment of this stock, At the June term, 1872, of the court, 
held at Raleigh, N.C., the preliminary injunction which had 
bocn granted at & previous term to restrain the railroad com- 
pany from paying these dividends to the public treasurer was 
made perpetual, and these bonds were also declared by the 
court to be a lien upon this stock and all dividends, A distri- 
bation of $256,500 then in the hands of the Receiver was or- 
dored receutly, aud he is paying 80 per cent. of the coupons 
due. January 1 another dividend from the company will be paid 
t» the Reeeiver, and by bim to the bondholders. ‘The road has 
nee leased for a term of years at 6} per cent. upon the stock, 
whieh is ten times as much as the bonded debt. 


Mexican National. 

A telegram from Mexico announces that the fact that the 
Roxeerans railroad project has been referred to the President is 
vousidered to give it a slight advantage, as Congress will ad- 
journ before his report can be acted on. It 18 supposed that 
the Plumb and Rosecrans projects will be presented jointly to 
Congress at its next session. One member of Congress op- 
posed the railroad projects ina speech, on the ground that 
tneie accomplishment would ruin the business of transporta- 
tion by mules and bring a large number of immigrants, who 
would ultimately absoro the coun‘ry. The Americans, he said, 
wore the greatest enemies of the Mexicans. The speaker was 
frequently hissed by the galleries, 


Volumbus & Hocking Valley. 

Pais company has declared a cash dividend of 5 per cent., 
and a stock dividend of 10 per ceat., both payable February 1, 
1873. An increase of capital stock amounting to 10 per cent. of 
the present capital is authorized to be subscribed for pro rata 
by the present stockholders, to be paid for in two instailments, 
pryable February 1 and March 1, 1873. This issue is to pro- 
vide new and much needed rolling stock. This will increase 
tae capital stock from $1,250,000 to $1,500,000. 


Cincinnati & Portsmouth. 

A company is to be organized to build a railroad from Cin- 
einaati east to Portsmouth, Ouio, a distance of about 90 miles. 
fae seotion of country through which it will pass is not very 
weil sapplied with railroads, depeuding principally upon the 
river f r transportation, ; 


Utah Northern. 

rhe ume table of this road shows trains running from 
Brigham Janciion on th: Central Pacific road to Hampton's, 25 
yoiics. The stations and distances from Brigham Junction are: 
box Blder, $5 Call’s Fort, 114; Honeyville, 14; Deweyville, 
is, Hampton's, 25. 


Utah Southern. 
Kesnlar trains are running to Lehi, 3t miles sonth of Salt 
Take Oity. Che stations and distances fron Salt Lake City ave : 
Big Cotionwood, 6 miles ; Little Cottonwood, 7 ; 
Sandy, 13; Draper, 17; Point, 24; Lehi, 31. 


Tndianapolis, Block Goal & Western. 

duis company has asked the city of Indianapolis for a sub- 
seription of $500,000. A very strong opposition to the propo- 
sition is manifested, it being urged that the city now has 
saficiept communication with the coal regions to secure ao 
xbundant supply at reasonable prices. 


Vhicago & Michigan Lake Shore. 

On the Muskegon & Big Rapids Branch, iron is laid to Fre- 
mont Centre, 20 miles from Muskegon, and the grading is 
nearly completed to Big Rapids. 


Wheeling & Lake Erie. 

A report recently made to the Common Council of Wheeling, 
West Va., by the President of this company, states that the 
joeal subseriptions amount to $941,950, and that of the city of 
Wheels to $300,000, in all $1,244,950. The Engineers’ esti- 
mates for the line from Martin’s Kerry to Zoar, 55} miles, 
amount to $2,155,290; and trom Zoar to Sandusky, 1 miles, 
to $2,435,347, being $4,590,637 for the distance of 160 miles, or 
about $28,690 per mile, The Keystone Erigge Company hag 
offered to contraat for the bridge over the Ohio at Wheeling 


- 
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(a single-span iron bridge), for $650,000, and the estimated 
cost of the approaches is $110,000, To meet the cost of the 
bridge, the city of Wheeling has subscribed $300,000, the 
county $100,000, and the Wheeling & Lake Erie Company $400,- 
000, in all $800,000. 


Qairo & Fulton, 

Tu: engineer ia charge of the construction of this road re- 
ports that track islaid 11 miles south of the Missouri State 
line and that a gap of only 20 miles remains to complete the 
road to Little Rock, Ark. This is an increase of 85 miles of 
track since last reports. 

Preparations are being made to open the necessary offices in 
Little Rock, as it is expected that trains will run from St. Louis 


| to that poiut by January 1. A transfer boat will be used at 


that point until the bridge over the Arkansas is completed. 

A branch is proposed from Austin, in Pulaski County, south 
to Pine Bluifs on the Arkansas River, a distauce of about 50 
miles, 


Mississippi Oentral. 

Yue beidge over the Yulabushee River at Grenada, Miss., 
owned in common by this and the Mississippi & Tennessee 
Company, was burned on the afternoon of the 14th, having 
caught tire from sparks from a locomotive. It is reported that 
it will require several weeks to rebuild it. 


Paducah & Memphis. 

The track is now laid for 71 miles from Paducah, and eight 
miles beyond Troy, Tenn., to which point trains have been run- 
ning, and the road is ready for the iron some seven miles fur- 
ther. The company has a quantity of iron at Memphis, and 
will commence to lay iron from Memphis northward soon. 


Northern Central, of Michigan. 

Construction trains now ran to Lansing, Mich., and the track 
is nearly completed to that place. Lansing is 17 miles north of 
Eaton Rapids, the late terminus, 


Mansfield, Coldwater & Lake Michigan. 

The Detroit Zribune, of December 10, says: 

“The Manstield, Coldwater & Lake Michigan Railroad is in a 
more promising situation, and though iron is down from Maus- 
field to Tiffin, track-laying will progress considerably this win- 
ter, and on the route between Tiffin and Toledo, it is already 
done. About three miles are laid south of Monteith, and more 
will be done in that vicinity as soon as a heavy cut there is 
completed.” 


Ripley Narrow Gauge. 

lt is proposed to extend this road from Middleton, Tenn., the 
present northern terminus, north through Bolivar to Denmark, 
a distance of about 36 miles. 


Memphis & Vicksburg, 


This road has been graded about 15 miles north from the 
Yazoo River, This sectiou comprises the heaviest work on the 
line. 

Pioche & Bullionville, 
The gradiug for this road, the first road in Southeastern Ne- 


vada, is nearly completed, and the iron has been purchased, 
1ts completion may shortly be looked for. 


Missouri, Kansas & Texas, 

A branch road trom Parsous, Kan., on this road, southwest 
to Parker, the southera terminus uf the Leavenworth, Lawrence 
& Galveston road, is proposed, and $30,000 has been voted to 
build the road, which would be about 30 miles long. 


Atchison & Nebraska. 

The engine house and repair shop at Atchison, Kan., were 
destroyed by fire, December 10. The amount of loss is not 
stated. 


Port Royal. 

Under date of the 13th the Engineer informs us that this road 
was then completed 82 miles from Port Royal, 8. C., and three 
miles from Augusta, Ga., leaving a gap of only 24 miles to com- 
plete the road, which is to becompleted in February. He re- 
ports that the business now pays three times the working ex- 
penses and repairs; but the through traffic from Acgusta and 
beyond todeep water was what the road was built for, and is ex- 
pected to give most of the profits. 


Vermont Central. 

‘The Vermont & Canada Railroad Company has brought a suit 
in chancery against the Vermont Central for the semi-annual 
rental of $120,000, due to the Vermont & Canada Company De- 
cember 1, aud which has not yet been paid. The Vermont Cen- 
tral takes this extraordinary line of defence—that the floating 
debt of one or two millions incurred in running the road con- 
stitutes a first lien on all income and property, because * unless 
trustees can be protected by the court in incurring and paying 
operating expenses, no person would be found to accept a trus- 
teeship.” This has the effect to invalidate all the mortgages, 
or at least bury them one stratum deeper. 

The Vermont Central has sold to the Delaware & Hudson 
Canal Company the lease of the Whitehall & Plattsburg Railroad 
trom Leicester Junction to Port Henry, with the bridge across 
Lake Champiain at*liconderoga, The section from Ticonde- 
roga to Port Henry will be used as part of the New York & Can- 
ada road, now being built. 

‘The Ogdensburg (N. Y.) Journal states that the company 
commenced to pay an installment of 20 per cent. on all old out- 
stauding vouchers, December 10. Ia 20 days a second install- 
ment of 20 per cent. will be paid, and this will continue until 
all outstanding claims are liquidated. Vouchers accruing since 
September 1 are paid in full. 


Lee & New Haven. 


The company has made another assessment of 10 per cent. 
on the capital stock, and is soon to begin work on the Lee end 
ot the road. 

Vermont & Massachusetts, 

This compauy, it is reported, is preparing to petition the 
Massachusetts Legislature for an act authorizing the conaol- 
idation of the liue from Boston to Troy by the Hovsav 
ruunel, 


| Buffalo, New York &  hiladelphia. 


| 


Tue track is laid from Emporium, Pa., to the salt works, 
leaving a gap of only five miles to be laid to complete the track 
from Buffalo to Emporium, This is niue miles more of track 
thau at our last decounts., It is expected that the road will all 
be baliasted and regular trains commence ruoning by January 
1, 1873. 

New Mail Route. 
From January 1 mail service will be extended from Wells- 


boro, Pa., to Antrim, 13.6 miles, on the Wellsboro & Lawrence- 
ville Railroad. 


| Hoosac Tunnel. 





rhe heading east from the central shaftand that from the 
east end met December 12, and an opening was made on that 
day sufficiently large for a man to pass through. The engi- 
neers have not yet had an opportunity to verily their calcula- 
tions, but it is thought that the error in driving the headings 
will prove to be not more than one foot. A great advantage 
gained by the completion of this oponing is that the tunnel can 
now be drained from the eastern end, and the heavy pumpin 
machinery now in use at the central shaft can be dispense 





with. Work will now be actively prosecuted on the heading 
west from the central shaft. Simce the opening has been made, 
there has been a very strong current of air from the east end 
through the tunnel and up the central shaft. This, itis thought, 
will have an important bearing on the question of ventilation, 
when the tunnelis completed. 


Ashtabula, Youngstown & Pittsburgh. 

The track at the crossing of the Atiuutic & Great Western 
Railroad at Warren, U., has been completed. About one-half 
mile of track remains to be laid to complete the road from Ash- 
tabula to Youngstown. 


Indianapolis & St. Louis. 

A branch line from Carbon, Ind., 53 miles west of Indianap- 
olix, northwest to the cual fields of Otter Creek in Clay County 
has been completed and is ready for business. 


Peoria, Pekin & Jacksonville. 

The Peoria (Lll.) Transcript reports that the Toledo, Wabash 
& Western Company has made arrangements to run its trains 
over this road between Pekin and Peoria, as soon as the In- 
dianapolis, Bloomington & Western trains shall commence 
running on the track of the Peoria & Springtield road between 
those two points. 


Pennsylvania Petroleum. 

Of tae present coudition of this road, the Titusville (Pa.) 
Herald, of December 12, says : 

“Ot this new road 355 miles are now ready for the track, six 
miles of track have been jaid from Pithole to Petroleum Center, 
1,500 tons of iron have been bought, all of the masonry of the 
line has, we believe, been compieted, except the bridge over 
Oil Creek and one pier of the bridge over Pine Creek, and the 
expenditures on right of way and construction have already 
reached $100,000.” 

‘The length of the road from Tidioute, by way of Titusville, 
to Cambridge on the Atlantic & Great Western Railway, is 
about 40 miles. The extension from Cambridge to Erie, of 
which « part is under contract, will be 86 miles long, the branch 
from Tiaioute to Enterprise 13 miles, and trom Pleasantville to 
Colorado tive miles, making in ali about 94 miles of raiiroad. 


Bangor & Bucksport. 
The surveys for tuis road are nearly completed. The city of 
Bangor, Me., has been asked to subscribe $150,000 to the stock. 


European & North American. 

The night express train with Pullman coach attached now 
running between Bangor, Me., and St. John, N. B., is to be 
discontinued. Its place will be supplied by an express freight 
with passenger car attached, 

Pittsburgh, Washington & Baltimore. 

The company has decided to buiid the new machine and re- 

pair shops at Connellsville, Pa., and not at Cumberland, Md. 


Milwaukee & St. Paul. 


Lhe company has renewed the offer which was made to the 
city of La Crosse some time ago, when the discussion about the 
location of the bridge at that place first commenced. The 
company will agree to lay a track to the foot of State street, La 
Crosse, and run a first-class coach from that point to connect 
with all trains at the -bridge, provided the city will give the 
right of way and depot grounds. It will be remembered that 
the bridge, as located by the company, will be some two miles 
north of the city. 

The new line from Winona, Minn., to La Crosse is nearly 
completed, only nine miles of track remaining to be laid. The 
new depot in Winona is almost finished and the ballasting is 
progressing rapidly. Is is expected that by January 1 trains 
will run through from St. Paul to La Crosse by this route. 


Dallas & Wichita. 


Work on this road was commenced, with appropriate ceremo- 
nies, at Dallas, Texas, November 28. The contract jor the first 
sectton has been let. 


Milwaukee & Northern. 


The track ot this road is now completed from Milwaukee to 
Menasha Junction, a distance of 83 miles. From Menasha 
Junction to Menasha, 16 miles, the track is laid and two trains 
are at work finishing] the ballasting. From Menasha Junction 
to Green Bay, 27 miles, the grading and bridge-work is ail 
finished and the ties are distributed along theroad. The track 
is to be laid early in the spring. North of Green Bay, the right 
of way has been secured as far as Shawano, 36 miles, and con- 
tracts for clearing have been let. The general course of the 
road from Milwaukee to Green Bay, 110 miles, is nearly due 
north, the branch from Menasha Junction to Menasha running 
nearly due west, or at right angles to the mainline. From 
Green Bay to Shawano the course will be northwest. 


Indianapolis, Bloomingtoa & Western. . 
It is reported that the through trains from this road will be 
run hereafter over the Junction and Cincinnati, Hamilton & 
Dayton roads to Cincinnati, instead of going by the Indianapo- 
lis, Cincinnati & Lafayette, as at present. 
West Wisconsin. 
Track-laying on the Extension from Camp Douglas to Elroy 
on the Madison Extension of the Chicago & Northwestern has 
been completed nearly to the tunnel from both ends. 


Ohippewa & Red Cedar. 

The surveys have been completed from Chippewa, Wis., to 
the Mississippi. ‘The road follows the course of the Chippewa 
River nearly tho whole distance, and will be about 60 miles 
long. 


Winona & St. Peter. 


The secoad snow blockade on this road has been raised, and 
all the disabled engines brought to New Uim, Minn. ‘he con- 
struction parties are being reorganized, and the work of con- 
struction 1s to be pushed west ef Marshall, in order to com- 
plete the road this year, if possible. A force of men is to be 
kept at Burns and other points along the line to keep the cuts 
clear and prevent another snow blockade. 


Boston & Maine. 

fhe track on the Maine Extension is now completed, and a 
passenger car, with several of the oflicers of the road, passed 
over it to Portland, Me., December 14, 


Green Bay & Lake Pepin. 

lhe track is now laid from the east to a point two miles west 
of Dexterville, which is 116 miles from Green Bay and 19 miles 
bevond Grand Rapids, the late termious. Track-laying west 
from Merillon is also progressing rapidly, and there remains a 
gap of only 25 miles to be filled to complete the road to Meril- 
lon, where it will cross the West Wisconsin. On this section 
the grading is completed for 23 miles, leaving about two miles 
of grading yet unfibished. 


Southern Minnesota, 


The work of filling up the long trestle-work between Hokah 
and Grand Crossing has been commenced. 


Atchison, Topeka & Santa Fe. 

The road is completed to a point 60 miles bevond Fort Dodge 
and 412 miles from Atchison, Kensee. It was expected that the 
track-layers would reach the State line, 57 mules further, by 
December 20. When the track reaches the State line, work wi 
be suspended until spring. 
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